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THE COMMISSION REDIVIVUS 


There is danger that the importance of the decision 
of the Commission in the Willamette Valley case, with 
respect to the function and powers of that body under 
government operation of the railroads, may be unduly 
magnified. It is important in that it clears the air 
of the results of efforts made to befog it, but in the 
sense that it establishes a condition that any respect- 
able number of thinking persons denied or would have 
been at all justified, either in law or in common sense, 
in denying, it is not. 

The issue was simply as to whether the Commission 
had the right to remove a discrimination in rates in 
view of the fact that the rates in question had been 
increased by order of the Director-General since the 
complaint was filed. In other words, it was contended 
by certain railroad attorneys, who seemed to have for- 
gotten that the railroads are supposedly being operated 
in the interest of the public—and that, too, under uni- 
fied control—that a rate touched by the magic wand of 
the Railroad Administration is sacred, whether fair 
or not, and that any such touch must be presumed to 
have been made in the interest of winning the war. 
The claim was purely technical, at best, for anyone 
knows that if a community or an individual is dis- 
criminated against by a rate that favors some other 
community or individual, the discrimination can only 
be heightened by a percentage advance that increases 
all rates. The Commission, of course, sets aside this 
Claim and proceeds to do what it conceives to be jus- 
tice in removing a discrimination in rates. It could 
not have done otherwise unless it had been frightened 
to the point of being unable to function at all by the 
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awe that obtains in certain quarters of anything that 
bears the stamp of the Director-General. 


The Commission exists for the adjustment of just 
such questions as were presented by this case and its 
function in this respect is clearly preserved by the 
railroad control law as well as admitted by the Direct- 
or-General in his utterances. The attorneys on the rail- 
road side were merely struggling to win their case by 
the old tactics that prevailed when the railroads fought 
each other as well as the shipper, and by the tactics 
that usually prevail when an attorney has no other 
thought than to win his case. There was not even a 
question as to the railroads losing revenue through 
action by the Commission, since the Commission does 
not, of course, direct that any rate be reduced. It only 
directs that a discrimination be removed and that can 
be done by an increase as easily as by a reduction. If 
the Director-General wants the revenue, he can, in 
that way, obtain even more than he was getting before 
the Commission acted. 

The power of the Commission to alter rates actually 
initiated by the Director-General is not really brought 
into question in this case. The law clearly gives it the 
right to act on formal complaint after the rate be- 
comes effective, merely providing that it must give due 
weight to any claim by the Railroad Administration 
that the additional revenue contemplated is needed to 
defray the expenses of federal operation. The fear 
here has been that the Commission, being composed of 
appointees of the President, would hesitate to inter- 
fere with a rate initiated and supported by him, but 
the tone of the decision under discussion is such as to 
lead us to believe that the Commission still lives and 
that it will do its duty as it sees it. It would seem that 
the Commission has not permitted itself to be relegated 
to the position of a mere adviser and assistant to the 
Director-General, but that it intends to do the work for 
which it was created as far as the new laws that have 
been enacted will permit. And a part of that work is 
to protect shippers from discrimination. We do not 
mean to insinuate that the Director-General would 
have them discriminated against, but we are surprised 
that he did not call off the attorneys who made the 
fight in this case. They put him in an unfavorable 
light. 

It is, perhaps, worthy of remark that Commissioner 
Anderson, who, as the representative of the Director- 
General, nursed the railroad control legislation through 
the Capitol, joined with Commissioner McChord in the 
opinion that, unless there is a showing that a change 
in rates would prevent the successful operation of the 
railroads, the Commission has the same power and 
authority it had before the control law was passed, 
except the power of suspension. The real author of 
the statute disagreed with those who construed it as 
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repealing, by implication, all other laws and even the 
constitution. 

No one acquainted with the Railroad Administra- 
tion officials, it may be said, expects them to advise 
their chief to resist any order the Commission may 
feel constrained to issue respecting a rate. If the Com- 
mission should undertake to enforce the Esch part of 
the act to regulate commerce, the Director-General 
might be expected to object. That is the part of the 
law that gives the Commission jurisdiction over the 
distribution of cars. The Commission has never is- 
sued a real order under that part of the law. It issued 
its car supply report, but never carried its ideas into 
effect in respect to car distribution. That is a field 
in which there is a general feeling that the Director- 
General should be supreme. 

As a matter of fact, the shippers who have been 
doing the complaining about what Mr. McAdoo’s as- 
sistants have done have insisted that the average con- 
gressman, when he voted for the federal control bill, 
thought he was doing no more than authorizing the 
President to prescribe rates when there was an im- 
perative demand for money, and to say how cars should 
be routed. Some of them even think that, if Congress 
really understood what the railroad men were trying 
to do, there would be a strong move to amend the 
statute. In other words, they think that the limitations 
put on the Commission were formulated by Congress, 


not because of hostility toward it, but because the 
members of Congress had no clear conception as to 
how the end sought might be attained. 

The report and order in the case were written and 
issued in exactly three weeks from the conclusion of 


the arguments. That is an exceptionally expeditious 
disposition of a case of even ordinary importance. It 
makes, perhaps, a record for expedition, and seems to 
indicate a feeling on the part of the Commission that 
the question was one that had hung fire long enough 
to warrant disposition as soon as its views could be 
put on paper, so as to assure shippers that they still 
have a forum in which to try out their grievances and 
have them redressed, if they are of a kind needing 
remedial action. 


PRESS AGENT STUFF 

Theodore H. Price, actuary to the U. S. Railroad 
Administration, seems to have evolved into something 
of a press agent for his employers. His latest effort, 
which makes about five columns of ordinary news- 
paper “copy,” distributed widely for publication, is 
entitled, by the author, “The Public Be Pleased,” and 
is devoted. to discussing the Bureau for Suggestions 
and Complaints, facetiously dubbed, “The Railroad 
Bureau for Brickbats and Bouquets,” recently insti- 
tuted by the Railroad Administration. If the article 
were confined to mere explanation of the working of 
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this bureau and its value we should have no particular 
criticism, though perhaps the necessity and propriety 
of “press agenting” by the Administration are open 
to question, but this particular outgiving is almost 
maudlin in spots in its attempt to show the great ben- 
efit resulting from government operation of the rail- 
roads, and, like most other press agents, its author 
attempts to prove too much. 

A large part of the article is taken up with the re- 
production of a “story” ina Des Moines newspaper by 
a reporter who is supposed to have been assigned, or 
who assigned himself, to the task of “writing up” the 
discourtesy of railroad employes, now that they work 
for the government, but who found the facts so dif- 
ferent from the expectation that he wound up by prais- 
ing everybody and everything in most unctious fashion. 
Most persons who read the “story” would conclude 


-either that the reporter had idealized the conditions 


somewhat in order to be interesting, or that his ex- 
perience had been most unusual. 

The first thing he did was to go to a ticket office 
and ask for the “manager.” That official most cour- 
teously searched through big volumes and many maps 
in order to inform the reporter the best way to get 
from Des Moines to Skeedunk Hollow, Mo. He did 
not turn him over to a clerk nor, strange to say, did 
he attempt to force him to buy a ticket. At other 
offices he used the same tactics only to be met with the 
same unfailing courtesy and attention. At one place 
he even called on the “manager of the division,” but 
that worthy was out, so his chief clerk called on the 
freight traffic manager for help and these two strug- 
gled to give the reporter the information he wanted— 
what it was he does not say. But the climax was 
capped when he sought out a brakeman at the station 
and gave him a letter to mail on the fast train at the 
junction with another line. The tired brakeman, mop- 
ping his perspiring brow with one hand and taking the 
letter with the other, obligingly agreed to do what was 
asked. 

This story is reprinted by Mr. Price to show that the 
tales of discourtesy by railroad employes under gov- 
ernment operation are unwarranted. It seems to us it 
proves a lot more than that—among other things that 
railroad employes are no longer human, but that the 
divine touch of government operation has transformed 
them into nothing less than angels—angels who, in 
their desire to be sweet and courteous, do even more 
than the most exacting patron would have any right 
to ask or expect. Either that or this reporter must be 
a superlatively captivating person. Probably no one 
but the writer of that newspaper story ever had such 
an experience either under or before government opet- 
ation of the railroads. 


We are not of those, either, if there be any, who 
(Continued on page 862) 
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November 2, 1918 


Current Topics 
- in Washington 


Control of Carrier Service.—A not 
uncommon thought among persons 
who have to do with the consideration 
of transportation problems is that 
when the time comes to think about 
the return or other disposition of the 
railroads, the act to regulate com- 
merce should be amended so as to 
give the Commission power over serv- 
ice furnished by common carriers. 
When that law was enacted the com- 
pensation to be paid railroads was 
the thought uppermost in mind. The 
impression among shippers was that 
the railroads were asking too much for the service they 
were furnishing. Therefore, the thought was to bring the 
compensation down to the quality of the service instead 
of bringing the service up to the compensation. Now, 
service is the first consideration. If a shipper can have 
transportation, even if it is not gilt-edged, he is thankful. 
That was so even before the government took the property 
of the carriers. The importance of service is becoming 
greater, not less, as time goes on—hence the thought that 
when the hour for legislation comes the act to regulate 
commerce should be changed so as to give the Commission 
control over the service as well ag compensation. At the 
time the original act was passed the railroads were in 
condition to tender more service, relatively speaking, than 
at present, so the question as to what the railroads would 
do for the rates the proposed commission might allow 
them to charge was subordinate. Now, however, com- 
pensation is the lesser question. Shippers are interested 
more in service and the relationship of rates. They care 
comparatively little about the height of the rate so long 
as it is within the elastic limits of judgment, which, of 
course, means, if it is within the limits of what the traffic 
can bear, provided the hated rival is not allowed to get 
into equidistant territory at a materially lower cost. What 
they ask is that there be a supply of transportation serv- 
ice, the price on which is not so high as to be prohibitive. 
As the act now reads, a carrier has nothing but self-in- 
terest to cause it to give service. For three years there 
has been no spur to any carrier to improve its service. 
Every railroad has been just as the average laborer. He 
can get a job any time he wants to quit or the boss de- 
sires to fire him, wherefore labor efficiency is down to 
about seventy-five per cent, except in rare cases. Under 
such conditions among the common carriers, it is sug- 
gested, some public body should have authority to say 
that, on account of the less efficient service tendered, the 
compensation might be reduced. 





Private Cars for Sale-—Now is the time to buy private 


passenger cars. They are down to half price or less. A 
mining company in Mexico recently advertised that it 
desired to buy a private car. No fewer than thirty-two 
tailroad officials in the United States offered theirs for 
sale, at prices ranging from $1,800 to $30,000. The com- 
pany bought one for $5,000. A fair price would have been 
double that sum. The owner, however, decided, when the 
Railroad Administration would not allow him to use it, to 
get rid of it at whatever price he could obtain. There 
are many private cars in the eountry that are the personal 
Property of the officials who have been using them. The 
one sold was that kind. Private cars belonging to the 
Tailroad corporations, of course, cannot be sold, except 
on order from the Director-General. The privately owned 
Private cars, as distinguished from the cars owned by the 
corporations, were acquired by the officials for a variety 
of reasons, chief of which was that the acquiring official 
desired to use the car for his family, and his conscience 
Would not allow him so to order its movements that the 
Company would not have the benefit of it all the time, 
because his family might be using it at a time when some 
other official could have put it to good use. If the Rail- 
Toad Administration has had any desire to increase its 
stock of troop cars by the addition thereto of these pri- 
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vate passenger coaches, the owners thereof have not been 
advised of the fact. 


A Merchant Marine.—The frank avowal of the govern- 
ment, in its brief in the La Follette seaman’s law cases, 
that its policy in enacting that legislation was to break 
the contracts of sailors who might come into the terri- 
torial waters of the United States so that, by offering 
them higher wages, they would man American ships, has 
started a discussion as to whether that policy would result 
in giving the United States a merchant marine as large 
as anticipated, even if other countries did not retaliate. 
There is an inclination to contend that the government 
is proceeding on the false assumption that the hiring of 
sailors coming to American ports would raise wages all 
over the world and thereby enable American ships to com- 
pete on terms of equality, as far as the cost of operations 
is concerned. That it would result in raising the scale 
on ships coming to American ports is admitted. But not 
all foreign ships come to American ports. Ports to which 
they do go, without incurring the penalty of broken ship- 
ping contracts, are able to and do provide some of the 
same kind of cargoes that they could obtain by coming 
to American ports. For instance, British ships that ob- 
tain grain and meat in American ports, if wages were 
materially increased, could proceed, instead, to Canadian, 
Australian and Argentinian ports, thus leaving the Ameri- 
can producer to be his own consumer of his own surplus. 
As has been pointed out, the mere possession of ships 
does not mean the acquisition of foreign trade. If, now, 
the wages in American ships are to be made higher than 
in ships plying between ports other than Amer‘can, there 
will be no need of ships except for that part of the Ameri- 
can surplus that it will be possible to sell in competition 
with prices made by Canadian, Australian and Argentinian 
exporters. The lower transportation rates, made possible 
for them by the operation of ships paying lower scales of 
wages, will tend, it is believed, to leave the American 
surplus on American shores.. Another way of stating the 
same thing is to say that competition in markets cannot 
be met by building a wall around the surplus in an Ameri- 
can market, the wall being the higher wages of seamen 
in American ships. The handicap of higher wages in 
American than in foreign factories has often been over- 
come by the high prices charged American consumers and 
the low or dumping prices made by American exporters 
trying for a foreign market. In that way the handicap 
of higher wages for seamen may be overcome, for a time. 
Spanish influenza caused the court to postpone for a week 
the argument to have been made in the La Follette cases 
October 28. 


Charges on Freight in Storage.—There has been some 
wrinkling of brows over Director Prouty’s circular No. 
25-A, which says that transportation charges are due and 
payable when freight is placed in storage, either on the 
property of the railroad company or in a private ware- 
house. The corrugation is due to the fact that, under the 
act to regulate commerce, storage by a railroad company 
is treated as a part of transportation. It may be true 
that when freight is placed in a warehouse, common Car- 
rier liability ceases and that of a warehouseman begins. 
The storage charges, however, are a matter of tariff ar- 
rangement, just as much as the charge for the hauling 
from point of origin to destination and tender to the con- 
signee. The Commission, it is suspected, will not agree 
that the two charges now are separable, on the ground 
that the storage charges are not a part of the transporta- 
tion charge. The tariffs call for the payment of storage 
charges as part of the transportation impost. If storage 
in a railroad warehouse is not part of the transportation 
service, then the Commission has no jurisdiction over dis- 
criminations a carrier may practice. The surprise is that 
such a circular should have been put out over the name 
of a former commissioner, especially one who was never 
backward in claiming, for the Commission, control over 
everything that looked like part of the charges laid by the 
carrier on the shipper for services rendered to him. By 
tariff provision, it is suggested, the charge for the haul 
might be separated from the charge for storage and the 
first part made payable within forty-eight hours. Such 
separation, however, it is believed, would not make the 
storage charge any the less a transportation charge. 
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Control Over Wire Companies.—Postmaster-General 
Burleson may have reason for growling at the German 
autocrats for not continuing the war longer. They threaten 
to deprive him of control over the wire companies almost 
before he has comfortably settled himself as director of 
posts, telegraphs and telephones. Congress refused to 
give him a twenty-one months after-the-war license to try 
the bureaucratic management that has made the telephone 
and telegraph services of Eureope the laughing stock of 
Americans who have been unfortunate enough to try them 
for quick work. The minute the peace treaty is ratified 
Mr. Burleson’s control comes to an end. Now, that the 
political entente cordiale has been destroyed, there is prac- 
tically no chance of the two parties in Congress co-op- 
erating in the four months of life that remain for the 
present Congress to legislate for an extension of Mr. 
Burleson’s control. It is true that it may take a year or 
more to formulate a peace treaty, after the actual peace ne- 
gotiations are begun, and another six months for its ratifi- 
cation, unless a better political feeling is restored, but all 
the time the wrangling is going on Mr. Burleson will know 
that the minute it comes to an end, his power over the 
wire companies also ceases, unless there is additional legis- 
lation. Overwhelming success for the party now in con- 
trol of Congress, at the election next week, affords the 
only possibility of a change in the statute authorizing the 
taking over of the wire companies, before their return to 
their owners must take place. The failure of Congress 
to allow an after-the-war license, it is believed, is a bitter 
disappointment to the believers in a paternalistic govern- 
ment managing all manner of enterprises heretofore pro- 
moted and managed privately under the corporation laws 
of the various states. A. E. H. 


THE NEW CLASS SCALES 


The Trafic World Washington Bureau. 


According to the indications in Washington before Di- 
rector-General McAdoo made public his statement respect- 
ing mileage scales, there will be great opposition at the 
hearings to be held on the subject by the Interstate Com- 
merce Commission. The opposition in the southeast has 
already united and has made an appeal to southern sen- 
ators. Expressions of dissent and opposition have been 
made, not so formally, by representative attorneys and 
traffic managers for shippers in western territory. 

The fact that the proposed scales are to be limited to 
application within their respective areas will enable state 
commissioners to point to them as concrete evidence of a 
desire and determination of the Railroad Administration 
to wipe out the last vestige of control over rates by state 
authorities. By limitimg the application of the scales to 
the zones to which they particularly refer, the so-called 
overhead rates, inter-territorial, established under General 
Order No. 28, remain intact with a few exceptions. How 
those exceptions will be handled has not been fully deter- 
mined, but the chances are that the rates will be increased 
so that at no point, if the scales are adopted, will they be 
broken down. A broken scale, according to the views of 
nearly all traffic men, is an invitation for attacks at other 
points, the result of which would be the destruction of the 
seale itself. Director-General McAdoo in his statement, 
written in the third person, said: 

“Director-General McAdoo has submitted to the Inter- 
state Commerce Commission and state railroad commis- 
sions a system of class rates which, if adopted, will do 
away with most of the discriminations and inequalities 
that now exist and will bring about a greater degree of 
uniformity in those sections of the country where condi- 
tions of transportation are practically identical. 

“These mileage schedules of class rates, which are purely 
tentative, are offered for adoption in the territory east of 
the Mississippi River and south of the Ohio River and of 
the main line of the Norfolk & Western Railroad; also in 
all of the states west of the Mississippi River, including 
Wisconsin and Minnesota. 

“In the west the country has been divided into zones, 
within which, for both intra and interstate application, 
the following scales are suggested: In Iowa, Wisconsin, 
Minnesota and Missouri north of the Missouri River the 
75 per cent scale; in North Dakota, South Dakota, Ne- 
braska, Kansas, Oklahoma, Arkansas, Missouri south of 
the Missouri River, Louisisna west of the Mississippi River 
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and Texas common point territory the 100 per cent scale, 
This same scale is also proposed for application intra and 
interstate between points in the states of California, Ore 
gon and Washington. In Arizona, New Mexico, Colorado 
Utah, Wyoming, Idaho, Montana, Nevada and Texas dif. 
ferential territory the 120 per cent scale is suggested, 

“In this connection it is interesting to note that the 109 
per cent scale, which is now proposed for use in several of 
the granger states, is exactly the same, except for its ex. 
tension to 1,000 miles, as that recently agreed upon for use 
in the state of Oklahoma at a conference between Director. 
General McAdoo and the railroad commissioners of that 
state to whom it was entirely satisfactory. 


“In the southeastern territory one of two scales is pro. 
posed for adoption, the first being the same as offered for 
application in 100 per cent western territory to be gov. 
erned by the Western Classification; the other a special 
scale designed to be used in connection with the Southern 
Classification. It is hoped the people of the southeast may 
find it advantageous to adopt the western scale and West- 
ern Classification, which would prove not only a great 
convenience to the shipping public, but also a long step 
toward a uniform classification which is desired. 

“It is not the idea of Director-General McAdoo that 
these scales should apply inter-territorially; for instance, 
between two points, one of which is in 75 per cent and the 
other in 100 per cent territory. The only exception to 
this is, it is proposed to apply inter-territorially within 
the boundaries of the state of Texas the scale for 100 per 
cent territory in conjunction with the scale of differential 
rates prescribed by the Interstate Commerce Commission 
in the Shreveport case for application in Texas differential 
territory without, however, the increase of 25 per cent 
provided for in General Order No. 28. It is believed the 
overhead or specific rates, which will be continued in 
effect, will amply protect inter-territorial traffic, as well as 
the few interstate movements beyond the maximum dis- 
tance for which the proposed schedules are fixed within 
the various zones. 

“These scales are being sent to the various state com- 
missions and to commercial organizations in the states 
affected inviting their criticism and suggestions. The ad- 
vice of the Interstate Commerce Commission is also being 
sought under the eighth section of the federal control act 
and presumably hearings will be held by that body to the 
end that the widest possible investigation as to their pro- 
priety and reasonableness may be made. In addition to 
this they are being sent to the various traffic committees 
throughout the territory prescribed that they may analyze 
them and offer constructive criticisms and suggestions as 
to their possible use. 

“Director-General McAdoo is not wedded to any theory 
or any schedule. His purpose is to bring on a full and 
intelligent discussion of the subject to the end that what 
is right and in the public interest may prevail.” 


The 100 per cent or master scale is one which was 
adopted as a compromise for application in Oklahoma. 
When General Order No. 28 was issued Oklahoma was try- 
ing to operate under a scale which had been made by a 
judge who had set aside the scale made by the Oklahoma 
Corporation Commission. By the literal application of No. 
28, as amended by reason of the protest of the southern 
senators, that judicial scale became the foundation on 
which a rate structure was built that elevated Oklahoma 
above all the surrounding territory and caused an outWreak 
there that in a traffic sense was fully as important as the 
military operations on the west front in France and Bel- 
gium. That scale was made for application to distances 
of 400 miles and was published in the Traffic World. After 
being extended to 1,000 miles that scale was adopted for 
use as a master scale in Western Classification territory, 
except in Texas differential territory and the inter-moun- 
tain states on the one hand and northern Missouri, low4a, 
Minnesota and Wisconsin on the other. That scale is as 
follows: 

STANDARD SCALE OF CLASS RATES FOR ‘100%’? WEST- 
BE TERRITORY, APPLYING WESTERN CLASSIFICA- 


Percentages 5 70 
Classes t 2 383 
Miles. 
5 


60 47 §£ 40 30 
. oe a B C 
8 
8 


21 18 15 12 13 10 


19 16 1: 11 


23 3 
(Continued on page 848) 
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Decisions of Interstate Commerce Commission 
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IN RE INCREASE IN EXPRESS RATES 


CASE EX PARTE NO. 64 (51 I. C. C., 2638-272) 
Submitted October 8, 1918. Opinion No. 5436. 


At his request, made under section 8 of the federal control 
act, certain data and recommendations regarding a pro- 
posed increase in express rates reported upon for the 
Director-General of Railroads. 


CLARK, Commissioner: 


In a communication to the Commission the Director- 
General of Railroads inquires, in substance: (1) Whether, 
as represented by the American Railway Express Com- 
pany, an increase of approximately $23,679,000 in the com- 
pany’s gross express revenue would result from the fol- 
lowing increases in express rate scales: In zone 1, and 
between zone 1 and the other four zones, three scales on 
the first two classes and 10 cents per 100 pounds in com- 
modity rates, and in and between the other four zones 
two scales on the first two classes and 10 cents per 100 
pounds in commodity rates. (2) If the foregoing basis of 
scale increase under this method would not yield approx- 
imately the amount of revehue stated, what basis of scale 
increase under that method would yield the required 
amount? (3) If the amount of the revenue increase is 
correctly approximated, is the method of procuring it 
proper? (4) If a different method of procuring the in- 
crease ought to be adopted, what should be the amount 
of the increase? 


The estimate of $23,679,000 is for both interstate and 
intrastate traffic, all but three of the states having adopted, 
substantially or wholly, the block system of stating ex- 
press rates, and these three now having in course of prep- 
aration tariffs constructed on that plan. Of the amount 
stated $11,780,303, or 49.75 per cent, would be retained 
by the express company, while the remaining $11,898,697, 
or 50.25 per cent, under the existing contract between 
the express company and the Director-General, would be 
paid to the Director-General for express privileges. The 
sum which would be retained by the express company 
is said by the Director-General to be required by the 
express company to meet wage increases that will have to 
be made in the near future, and that cannot be provided 
for out of the present revenues, which already reveal an 
operating deficit, all of which is shown more in detail in 
the communication from the Director-General, which ap- 
pears in appendix 1 to this report. In view of the con- 
ditions outlined by the Director-General, and by the ex- 
press company in its communication to him, which is also 
shown in appendix 1, it is urged by the Director-General 
that the matter should have prompt attention. 

jt was estimated by a witness for the express com- 
pany upon the hearing that the operating deficit’ of the 
company for the month of July of this year, the accounts 
for which had not yet been closed, will be $1,080,000, of 
Which, however, $750,000 will represent wage increases 
made effective’ July 1. The 10 per cent increase in ex- 
press rates approved by us in Proposed Increase in Ex- 


press Rates, 50 I. C. C., 385, and made effective, for the 
most part, on July 15 and July 25, has been entirely ab- 
sorbed by the wage increases of July 1. Present calendar 
year statistics of the principal express companies, pre- 
pared by the Commission’s bureau of statistics from the 
sworn statements of the carriers, show that these com- 
panies operated at deficits of $1,637,757 in January, $945,741 
in February, $813,074 in March, $1,046,244 in April, and 
$1,136,786 in May, a total for the five months of $5,579,601. 
May is the last month for which the completed figures 
have been compiled. 

Under an increase of three scales in zone 1, and be- 
tween zone 1 and the other four zones, the increase on 
shipments classified first class will, in all cases, regard- 
less of the length of haul, be 16 or 17 cents, and on ship- 
ments classified second class 12 or 13 cents, per 100 
pounds. with proportionate increases on shipments of less 
than 100 pounds. Under the increase of two scales in and 
between the other four zones the increase in first-class 
rates will, in all cases, regardless of the length of haul, 
be 11 cents, and in second-class rates, 7, 8 or 9 cents, per 
100 pounds, with proportionate increases on shipments of 
less than 100 pounds. 


In estimating the increase in gross revenue that will re- 
sult from the proposed increase in rates the express com- 
pany divides the estimated gross earnings for the year 
ending June 30, 1919, by the average earnings per pound 
for all express matter, to get the total number of pounds 
of express movement. It then computes the percentage 
of this total which moves in zone 1 and that which moves 
in all the other zones combined, and applies to the results 
the respective average proposed increases, adding together 
these two results for the final figure. 

The estimate of $252,000,000 gross revenue for the year 
ending June 30, 1919, compares not unfavorably with the 
known gross revenue of $222,000,000 for 1917. It does not 
take into account the 10 per cent increase to which refer- 
enc has been made, nor does it include the increase here 
proposed. It assumes that an increase of approximately 
14 per cent in the gross revenues of April, May and June, 
1918, over the same months of the previous year, will be 
reflected in the year’s business for 1919. 

The 1.4 cents average revenue per pound, used in the 
analysis, is the result of a week’s test, in April, 1917, of 
the entire movement of express by the American, Adams, 
Great Northern, Northern, Southern, Western and Wells 
Fargo companies, and is incorporated in an exhibit, shown 
as appendix 2, prepared by-these companies in connec- 
tion with a railway mail pay inquiry, now on our docket. 

These estimates are based on 63.1 per cent of- the total 
movement of express for zone 1 and the 36.9 per cent for 
all the other zones combined. The percentages are taken 
from an analysis made some time ago by the Wells Fargo, 
American, Adams and Southern companies, the details of 
which have not been presented to us, but which involved a 
check of the business done by the Wells Fargo for one day 
in each of four months, by the American one day in eacn 
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of four other months, and by the Adams-Southern com- 
bined one day in each of the remaining four months. 

The estimated average proposed increase of about 15 
cents per 100 pounds in zone 1 and of about 10 cents per 
100 pounds in all the other zones combined, on which the 
analysis is also based, represent the averages of the in- 
creases hereinbefore stated. They are not straight aver- 
ages of those increases, however, but reflect the volume 
of traffic affected by each rate of increase. 

The analysis of gross revenues has been carefully ex- 
amined. Its basis seems to be reasonable, and assuming 
the estimates of traffic to be correct, it must be accepted 
as closely approximateing the amount of increased rev- 
enue that will result from #¢he proposed revision of rates. 

The estimated increase of $23,679,000 in revenue under 
this analysis has been substantially corroborated by a sub- 
sequent estimate of the express company, based upon the 
analysis made in connection with the railway mail pay in- 
quiry, already referred to. This estimate rests upon an 
entirely different period of time from that used in the other 
one, and includes a check of nearly five million  ship- 
ments in all zones. It is shown as appendix 3. The dif- 
ference between the two estimates is but $27,900. 

The suggested method of making the proposed increase 
was selected by the express company in preference to any 
other because of its greater simplicity and the economy 
of time it provides in the republication of tariffs, an im- 
portant consideration in connection with the urgent need of 
the company for additional revenue; because of the ability 
under that method more accurately, economically and 
promptly to estimate the revenue effect of the increase; 
and because of the desire of the express company to place 
the greater increase in the zone of greatest transportation 
costs. For the purpose of this inquiry the validity of the 
first two reasons may be accepted as established; the 
third is the more important and controlling. 

It appears that in zone 1, where the heavier increase is 
proposed, there is the greatest percentage of short-haul 
traffis, on which, relatively, the terminal and other costs 
are greatest. It is shown that of the total weight of ex- 


press traffic handled in zone 1 in April, 1917, 93 per cent 


was intrazone traffic, which includes the short hauls. As 
bearing generally on the relative cost of operation in this 
zone it is shown, for example, that the American Express 
Company assigned to zone 1 44 per cent of its total mile- 
age, 67 per cent of its earnings, 87 per cent of its equip- 
ment, and 73 per cent of its employes, and that the Adams 
Express Company assigned to that zone 57 per cent of its 
total mileage, 77 per cent of its earnings, 92 per cent of 
its equipment, 82 per cent of its employes and 88 per cent 
of its agency expense. The situation in zone 1 has become 
more acute in recent months by reason of the congestion of 
traffic, due to war conditions, which has greatly increased 
the cost of operation. It is therefore asserted that the 
greater basis of increase in zone 1 is justified on the basis 
of relative operating costs. 

Another reason advanced by the express company for 
the greater increase in zone 1 than in other zones is the 
tendency it will have to restore a proper balance between 
express and freight rates in that zone, which has been 
disturbed in recent years by the greater increases in 
freight rates that have been granted in Official Classifica- 
tion territory than in other parts of the country. It is said 
that a result has been to transfer from the railroads to 
the ‘express companies in zone 1 much of the short-haul 
traffic, which is the more expensive to handle. 


It seems to be established that under the method of in- 
crease here proposed the greater increase in rate would be 
applied in the territory of lowest rates, of greatest cost 
of operation and of greatest increase in those costs. The 
method would involve a departure from the original zone 
relationship established by us, but that departure seems, 
under the circumstances here presented, to be justified. As 
to the method of making the increase on the relative-zone 
basis suggested, it must be borne in mind that the pro- 
posal here made is an emergency measure and that the 
need for prompt action, stressed by the Director-General 
in view of the deficit confronting the express company, to 
which reference has already been made, will not permit of 
the extended investigations necessary to the working out, 
experimentally, of other possible forms of increase. At 
the hearing but two other plans were suggested as prefer- 
able to that advanced by the express company: (1) A 


THE TRAFFIC WORLD 


Vol. XXII, No. 18 


straight percentage increase, and (2) modification of the 
contract between the express company and the Director. 
General, presently to be referred to. It is stated of record 
that under one plan thought of by the express company six 
months would be required to rework its tariffs. Here 
the tariff work is comparatively simple and will be ren- 
dered correspondingly simple in changing back to the 
lower basis if and when, as the express company hopes 
will come to pass in the not distant future, conditions will 
warrant taking off the increase. Contrasted with a straight 
percentage increase, even on a basis that would, like the 
proposed method, place the greater increase in the zone 
of greatest costs, it is preferable, in view of the nature of 
the demand now made upon the shipping public to meet a 
war emergency, to distribute the increase in the same 
amount to all shippers in the same zone, regardless of the 
length of haul, rather than to distribute it in varying 
amounts according to the length of haul and the volume of 
rate. 

It was strongly urged by counsel for state commissions 
at the hearing, and in telegrams received from about twen- 
ty of the state commissions since the hearing, that the 
desired increase in express revenue could, and more prop- 
erly should, be procured by a modification of the express 
company’s contract with the Director-General reducing the 
percentage of gross express revenues paid to the Director- 
General for express privileges from 50.25 to 45.25. In sup- 
port of this suggestion it is said that relatively the ap- 
proximately twelve millions of dollars now sought by the 
express company would constitute but an inconsiderable 
deduction from the recent increase in freight revenues, 
while at the same time it would adequately meet the pres- 
ent needs of the express company for additional revenue. 
It is conceded by the express company that such a modifi- 
cation of the contract would yield approximately the re- 
quired amount, and it would be acceptable to the express 
company if the needed revenue should be provided in that 
way. 

We have no data upon which to base an opinion as to 
whether or not 45.25 per cent of the gross revenue from 
the express business would be remunerative for the service 
performed by the railroads. If it would be properly re- 
munerative and the revenues from operation of the rail- 
roads will permit being drawn upon for the additional sum 
that would accrue to the express company under such a 
modification of the contract, it must be assumed that the 
burden of increased rates will not be laid upon the public. 
The suggestion merits careful consideration if the financial 
condition admits of the possibility of adopting it. 


No question of needed additional revenue for the rail- 
roads has been presented or suggested here. It seems ap- 
propriate to point out that for the purpose of securing 
some twelve million dollars of needed additional revenue 
for the express company the proposed increased express 
rates will yield an additional total revenue of some twen- 
ty-four million dollars. Increasing the rates by one-half 
of the extent proposed would, if the entire revenue from 
the increase accrued to the express company, secure the 
additional revenue which it needs. Contracts between ex- 
press companies and railroads have long provided, as does 
the one between the express company and the Director- 
General, that the compensation of the railroad shall be a 
certain percentage of the gross revenue of the express com- 
pany. It results from this that it is impossible to reduce 
the rates of the express company without taking money 
from the railroad company and impossible to increase the 
rates of the express company without giving additional rev- 
enue to the railroad company. This basis of compensation 
is certainly not scientific, and under it the express com- 
pany does not pay the railroad company for the service 
which the railroad performs upon any demonstrably appro- 
priate basis. The railroads have been and are compel: 
sated by the United States government for transporting the 
mails on the basis of the weight carried or of the spacé 
occupied in the cars or trains. A similar basis of charges 
by the railroad company to the express company would, we 
think, be preferable to the basis now and heretofore em- 
ployed, and would obviate the embatrassments and inequi- 
ties to which we have referred as growing out of. the past 
and present basis of contract. The question of a differ- 
ent basis of compensation from the express company to 
the railroads is well worthy of study. 

As a result of the recent 10 per cent increase in express 
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rates the rate on fresh fruits and vegetables, in carloads, 
from Seattle, Wash., to Chicago has been increased from 
$2.50 to $2.75, and on fresh fish from $2.75 to $3.02, per 100 
pounds. The rate from Seattle to New York, on fresh fruits 
and vegetables, and on fresh fish, in carloads, has been in- 
creased from $3 to $3.30 per.100 pounds. A formal com- 
plaint was filed against these increased rates and the evi- 
dence has been presented, but the case has not yet been 
submitted. Public Service Commission of the State of 
Washington et al. vs. American Railway Express Company. 
A protest against further increase in the carload express 
rates proposed in this proceeding has been filed on behalf 
of the shippers of fresh fruits and vegetables. 


All things considered, we conclude that unless the sug- 
gestion to provide the needed revenue for the express com- 
pany through a modification of its contract with the 
Director-General, or the suggestion to increase the rates by 
one-half the amount proposed and permit all the revenue 
therefrom to accrue to the express company, is adopted, 
the allocation of the increase proposed by the express 
company is proper and is preferable to any other method 
that has been suggested. 

No view as to jurisdiction of the initiation of the pro- 
posed rates has been requested or considered, and no 
opinion on that point is expressed. (Pages 270-272 are 
taken up by the appendix.) 


DEMURRAGE, ETC., ON PEACHES 
CASE NO. 9639 (51 I. C. C., 194-196) 


BARBER & COMPANY, INCORPORATED, VS. CLEVE- 
LAND, CINCINNATI, CHICAGO & ST. LOUIS 
RAILWAY COMPANY ET AL. 


Submitted July 17, 1917. Opinion No. 5414. 


Demurrage and track-storage charges at New York, N. Y., on 
a part carload of machinery from Springfield, Ohio, found 
legally applicable and not shown to have been unreasonable 
or otherwise in violation of the act. Complaint dismissed. 


BY DIVISION 3: 

Complainant is a corporation engaged in business as 
ship owners, agents and brokers at New York, N. Y. By 
complaint filed April 25, 1917, it alleges that the demurrage 
and track-storage charges assessed by the New York 
Central Railroad Company, herein called defendant, for 
the detention and storage at New York of a case of ma- 
chinery, shipped March 1, 1916, from Springfield, Ohio, 
were unreasonable. Reparation is asked. 


The machinery, weighing 2,860 pounds, was part of a 
carload shipment: consigned by the Selson Engineering 
Company at Springfield to Downing’s Foreign Express, a 
forwarding company, at Sixtieth street station, New York. 
The car arrived at that station March 117 1916, but on ac- 
count of an existing embargo against delivery by lighter 
to points within the free lighterage limits of New York 
harbor, it was reconsigned by the consignee to defend- 
ant’s Thirty-third street station, where it arrived March 
23. Notice of arrival was mailed to consignee March 24, 
on which date and on March 30 portions of the shipment 
were delivered on orders from the consignee. On April 
7 defendant’s agent notified the consignee, by telephone, 
that two cases were still in the.car and requested disposi- 
tion thereof. On April 21 one was removed and the other, 
the one here in issue, was unloaded by defendant and 
placed in its freight station at Thirty-third street. On 
April 22 and May 12 defendant’s agent advised the con- 
signee, by letter, that the shipment remained undelivered, 
and on May 16 the consignee advised defendant that a 
delivery order therefor had been given to C. H. Burdette, 
agent of the consignor, who had in turn indorsed it, on 
April 10, for delivery to complainant as agent for Herbert 
Davis, an export merchant of London, England. Davis 
had previously instructed complainant, as agent for the 
steamship line by which the property was to be exported, 
to receive the shipment for his account. It appears that 
on April 7 Burdette. notified complainant of the arrival of 
the shipment. It was testified for complainant that its 
drayman had called for the shipment on April 14, but did 
not accept it when informed that storage charges amount- 
ing to $109 had accrued. The drayman did not appear at 
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the hearing. It was testified for defendant that its ware- 
house records did not show that anyone had presented an 
order for delivery on that day, but that complainant’s 
drayman did call on May 15 and refused to accept the 
shipment on account of the outstanding charges. About 
May 17 defendant attempted to store the shipment in a 
public warehouse, but the warehouse company was unwill- 
ing to assume the storage charges which had accrued. 
It remained in defendant’s freight station until August 12, 
when the total demurrage and track-storage charges, 


amounting to $349, were paid by complainant and the ship- 


ment was removed. 

The charges for detention of the car up to April 21 were 
assessed at the following applicable rates: Demurrage, 
after 48 hours’ free time, $1 per day; and track-storage 
charges, after 48 hours’ free time, $1 per day for the first 
two days, and $2 per day thereafter, Sundays and holidays 
excluded. After April 21, the date the shipment was un- 
loaded and placed in the freight station, the same charges 
were assessed under the following tariff provision: 


Carload freight (other than explosives) which is unloaded by 
this company for the purpose of releasing needed equipment 
will_ be subject to storage charge, the same as would have 
accrued under demurrage rules and track-storage charges, if 
any, had the freight remained in the car. 


Complainant contends that defendant should have placed 
the shipment in a public warehouse for storage within 48 
hours after arrival. It admits that it did not request this; 
that the early portion of the detention was for the con- 
venience of the said Davis; and that the latter portion ac- 
crued while complainant was attempting to secure an ad- 
justment of the charges. It was stated for defendant that 
it is not customary to place carload freight in public ware- 
houses after the expiration of the free time. The ab- 
sence of a rule requiring defendants to store shipments 48 
hours after arrival has not been shown to result in un 
unreasonable practice- by defendants. 


Complainant further contends that it was unreasonable 
to assess the carload demurrage and track-storage charges 
on the shipment after April 21, as it was only a small part 
of a car lot. For defendant it was stated that if the ship- 
ment had been permitted to remain in the car it undovbt- 
edly would have been subject to the demurrage and track- 
storage charges applicable to carload freight, and that in 
order to avoid complaints of undue preference in favor of 
consignees whose freight is unloaded by carriers and held 
in warehouses, to the prejudice of consignees whose freight 
is held in cars and thereby subjected to demurrage and 
car-shortage charges, it is necessary that the same rules be 
applied.in each case. In sufpport of their position defend- 
ants cite Levering Bros. vs. P. B. & W. R. R. Co., 38 I. C. 
C., 349. Although in that case the shipments stored were 
carload lots, the rules under consideration were similar 
to those here invoked, and the Commission found that the 
charges were legally assessed and were not unreasonable. 
We further considered and approved the assessment of 
combined demurrage and track storage charges on carload 
freight at New York City in N. Y. Hay Exchange Asso. 
we. PF. B.S. Ca. 1 EC. C;, Ts. 

It is well settled that demurrage and storage charges 
are not assessed primarily for revenue purposes, but in 
part, at least, as a penalty to promote release and fullest 
use of equipment, tracks and terminal houses, and that 
the measure of such charges may not fairly be determined 
by the charges made by public warehouses. 

In the instant case the shipment from Springfield was 
received and transported by the carrier as a carload lot, 
and the removal by the consignee, or on its orders, of the 
major part of the original carload did not change its char- 
acter, nor did the carrier in permitting such removal there- 
by forfeit any of its rights or waive its lien upon the prop- 
erty in whole or in part. To what extent complainant’s 
relations with the consignee justified payment by it of 
all of the charges accruing from March 24 without subse- 
quent recourse upon the consignee is not for us to deter- 
mine. 

We are of the opinion and find that the charges as- 
sailed were legally assessed and that they are not shown 
to have been unreasonable or otherwise in violation of 
the act. 

An order will be entered dismissing the complaint. 
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STRAWBERRY EXPRESS RATES 


CASE NO. 9684* (51 I. C. C., 167-170) 
PROVIDENCE FRUIT & PRODUCE EXCHANGE ET AL. 
VS. AMERICAN EXPRESS COMPANY ET AL. 
Submitted December 14, 1917. Opinion No. 5403. 


Express rates on strawberries, in carloads, from Independence, 
La., Jackson, Miss., and Ripley, Tenn., to Providence, R. I 
found to have been unreasonable. Reparation awarded. 


BY DIVISION 3: 

The complainants are the Providence Fruit & Produce 
Exchange, a voluntary organization of dealers in fruit at 
Providence, R. I., and A. A. Fiské, W. H. Fiske and D. S. 
Fiske, copartners, trading as H. B. Fiske & Co., and An- 
thony M. Tourtellot, members of that organization. By 
complaints filed May 5, 1917, as amended, they allege that 
the charges collected by defendants on 33 carloads of 
strawberries shipped from certain points in - Louisiana, 


Mississippi, Tennessee and Kentucky to Providerce be- 


tween May, 3, 1915, and June 6, 1916, inclusive, were un- 
reasonable. They ask for reparation and the establish- 
ment of reasonable rates. . 

The berries were packed in 24-quart crates and, with 
the exception of one carload from Currie, Tenn., moved 
by the American Express to Worcester, Mass., and the 
Adams Express thence to Providence. The excepted ship- 
ment apparently moved from Currie to Worcester by the 
Southern Express and the American Express and thence 
to Providence by the Adams Express. The following 
statement shows the points of origin, the blocks in which 
located, periods of movement, and the rates charged and 
claimed: 


Rate 

Rate Clauned 

Charged per 

per 100 Crate. 

To Providence from— Block.Time of Movement. Pounds.7 Cents. 

Independence, La 1935 May, 1915 5 68 
Independence, La....... 1935 April and May, 


Woodhaven, 

Jackson, Miss 
Jackson, Miss 
Ripley, 
Ripley, 
Currie, 
yates, 
Bradford, Tenn 
Jackson, Tenn 


May, 1916 

May, 

April, 

May, 1915 

May, 1916 

May, 1916 

May, 1916 

May, 1916 A 

May, 1916 1.74 

Paducah, Ky May and June, 1916. 1.44 
+Based on an estimatu: weight of 38 pounds per crate of 24 

full quarts, minimum 17,000 pounds. 


Tenn 
Tenn 


The $2.04 rates from Independence and Jackson and the 
$1.74 rate from Ripley were established Feb. 12, 1916. 
The shipments moved in refrigerator cars, and, in addi- 
tion to the express rates, a refrigeration charge was 
assessed, which is not questioned. The rates claimed 
were defendants’ rates on strawberries, in carloads, to 
Boston, Mass., in effect prior to May 5, 1915, applicable 
on crates containing 24 wine quarts of an _ estimated 
weight of 334%, pounds per crate, minimum 480 crates, 
equivalent to 16,000 pounds. On May 5, 1915, the defend- 
ants canceled these rates and established the following 
in amounts per 100 pounds: From Independence, Wood- 
haven and Jecxson, $2.04; from Paducah, $1.44; and from 
the other points of origin, $1.74, based on a minimum 
weight of 16,000 pounds. It will be noted that these rates 
are three times those bared on 24 wine quarts per crate, 
estimated at 33% pounds each. On Aug. 26, 1915, the 
minimum in connection with the Boston rates was in- 
creased to 17.000 pounds, the minimum then and now 
applicable to Providence. 


For the defendants it was stated that the basis for their 
original per crate rates was a crate containing 24 wine 
quarts, weighing 334% pounds, the kind generally in use, 
but that later, due to legislative action in various states, 
crates containing 24 full quarts came into general use, 
and that the average weight of these crates was 38 pounds. 
This estimated weight was first established in the Official 
Express Classification May 20, 1913; was in effcet when 
rates were first published to Providence, and is now in 
effect. The complainants contend that the average esti- 
mated weight of 38 pounds per crate is too high, but 
were unable to support that contention with evidence of 
any probative value. On behalf of the defendants it was 
testified that the estimated weight was based on experi- 
ence with actual shipments. In Fruits and Vegetables, 43 


*This report also embraces No. 9712, Anthony M. Tourtellot 
vs. Same. 
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I. C. C., 291, we recognized the necessity for estimated 
weights in connection with fruit and vegetable shipments. 
The 38-pound estimated weight of a crate containing 24 
full quarts of strawberries applies in connection with 
freight shiipments from the general territory here jn 
question and is carried in tariffs approved in the case last 
cited. In our opinion the estimated weight of 38 pounds 
per 24 full-quart crate has not been shown to have been 
or to be improper. 

The complainants also insist that more than 420 crates 
of strawberries cannot be safely carried in certain re. 
frigerator cars, and that the minimum of 17,000 pounds 
is therefore unreasonable. Based on a weight of 38 pounds 
per crate, 420 crates would weigh 15,960 pounds. A mini- 
mum of 16,000 pounds is suggested. There is no doubt 
that certain refrigerator cars will hold the prescribed 
minimum, for many of the cars used were loaded in ex- 
coss of that -weight and apparently carried safely. Other 
cars did not contain the minimum, and it appears that 
there may be some which possibly will not carry the 
minimum safely, but complainants’ evidence in this re- 
spect was vague and indefinite and does not justify a 
condemnation of present*minimum, especially when it ap- 
pears that failure to load the minimum was sometimes 
due to the fact that a minimum load was not available 
at point of origin. A minimum of 17,000 pounds in con- 
nection with freight rates on strawberries from this origin 
territory was approved in Fruits and Vegetables, supra. 

In Providence Fruit & Produce Exchange vs. American 
Express Co., Docket No. 6395, unreported, we found that 
the defendants’ rate of 71 cents per crate charged on 
shipments of strawberries, in carloads, from Medina, Tenn., 
a point in block No. 1437, to Providence, in May, 1913, 
was unreasonable to the extent that it exceeded 58 cents 
per crate, minimum 480 24-quart crates, the rate contem- 
poraneously applicable from Medina to Boston. The 
shipments in that case moved prior to the effective date 
of the provision for the estimated weight of 38 pounds 
per crate of 24 full quarts. ss 

We find that the rates assailed are not shown to have 
been or to be unreasonable, except that the rates charged 
on the shipments from Independence, Jackson and Ripley 
were unreasonable to the extent that they exceeded the 
rates in effcet prior to June 25, 1918. We further find 
that the complainants other than the Providence Fruit & 
Produce Exchange made the shipments as described and 
paid and bore the charges thereon; that they were dam- 
aged to the extent of the difference between the charges 
paid and those that would have accrued at the rates 
herein found reasonable; and that they are entitled to 
reparation with interest. The exact amount of reparation 
due cannot be determined upon the present record, and 
the complainants named should prepare statements show- 
ing the details of the shipments in accordance with rule 
V of the Rules of Practice, also specifying the date upon 
which the charges were paid, which statements should 
be submitted tg the defendants for verification. Upon 
receipt of statements so prepared and verified we will 
consider the entry of an order awarding reparation. 

By the Commission, Division 3. 


RATING ON PAPER MAKERS’ FIBERS 


CASE NO. 9283 (51 I. C. C., 163-166) 

INTERNATICNAL PURCHASING COMPANY VS. AKRON, 
CANTON & YOUNGSTOWN RAILWAY COMPANY 
ET AL. 


Submitted April 5, 1917. Opinion No. 5402. 


Sixth-class rating on paper makers’ fibers, comprising waste 
paper, rags, jute waste, flax mill sweepings, old bagging 
(cut in pieces), rope mill sweepings and junk (old rope and 
cordage). in carloads from and to certain points in Ofiicial 
Classification territory not shown to have been unreason- 
able. Complaint dismissed. 


BY DIVISION 3: 

Complainant attacks the sixth class rates on paper 
makers’ fibers, comprising waste paper, rags, jute waste, 
flax mill sweepings, old bagging (cut in pieces), rope mill 
sweepings, and junk (old rope and cordage) from and to 
certain points in Official Classification territory as unrea- 
sonable and prays for reparation. The complaint assails 
the rates, but in substance the case as presented involves 
the rating. 

Paper makers’ fibers are low-grade waste materials used 
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jn the manufacture of various kinds of paper and are of 
much less value than the finished product. The Official 
Classification, which governs, rates these materials sixth 
class. While it rates most papers one class higher, or 
fifth class, that rating is not generally used. The carriers, 
by exceptions to the classification or by commodity tariffs 
apply sixth class rates on most of the higher grades of 
paper and as low as 80 per cent of the sixth class rates 
on other grades. The principal products on which the 
sixth class rates apply are printing, wrapping, and blotting 
papers and cardboard. Practically the only products 
which are accorded less than the sixth class rates are 
puilding and roofing papers and several kinds of paper 
poards, on which 83% per cent of sixth class applies within 
Central Freight Association territory and 80 per cent of 
sixth class between Eastern Trunk Line and Central 
Freight Asscciation territories. These percentage bases 
received our sanction in Official Classification Rates on 
Paper, 38 I. C. C., 120. The complainant suggests that the 
carriers by the Official Classification ratings previously 
mentioned have already recognized the propriety of ap- 
plying lower rates on the raw materials than on the 
manufactured products and contends that the defendants 
should be required to continue the relationship and reduce 
their present rates on the materials at least to 83% per 
cent of sixth class. 

There is practically no liability to loss or damage in 
connection with the transportation of paper makers’ fibers, 
and they do not require or receive special or expedited 
movement. They contain moisture, dirt and other foreign 
matter on which freight must be paid, but which cannot 
be used. To make 50 pounds of paper 100 pounds of fiber 
are needed; in other words, there is a waste or a shrink- 
age of 50 per cent. 

Paper makers’ fibers are such low-grade commodities 
that the freight charges thereon constitute a large item 
in their selling price, and mest of the complainant’s 
traffic, probably for this reason, is shipped only short dis- 
tances. On these movements commodity rates less than 
the sixth class rates are provided in many cares. Gen- 
erally speaking, only old rope and cordage are shipped 
long distances at the sixth class rates, perhaps because 
this commodity, unlike most other kinds of paper makers’ 
fibers, is not to be had-in sufficient quantities except at 
particular points. 
disposing of the waste it collects, but hopes by a reduc- 
tion in rates to be able to compete in distant markets 
in the sale of paper makers’ fibers other than old rope 
and cordage. 

The values of various kinds of paper makers’ fibers as 
shown by complainant follow: 


Mixed rags, $15 to $27 per ton; hard-back carpets, bagging 
(mixed or No. 2), $15 to $20 per ton: No. 1 haggirg. $20 to $30 
per ton; flax mill sweepings, $10 to $20 per ton: newspapers and 
mixed papers, $5 to $15 per ton; jute waste, $10 to $20 per ton; 
rope mill sweepings, $10 to $20 per ton; old rope and cordage, 
$10 to $40 per ton. 


The following are given as the values of various kinds 
of papers: 


Printing paper, $72 to $150 per ton: building and roofing 
papers, straw and paper boards and prepared roofing, $21 to 
$10 per ton; blotting paper, $50 te $120 per ton: wrappirg paper, 
$94 to $145 per ton: tag board, $70 to $170 per ton; cardboard, 
$70 to $75 per ton; -blank register, $75; blank wall paper, $40. 


It thus appears that the value of the manufactured 
product is generally several times that of the raw material. 

The complainant relies largely upon its comparison of 
old rope and cordage, rated sixth class, minimum 30,000 
pounds, with building and roofing paper. The weight of 
411 cars of paper makers’ fibers loaded by shippers av- 
eraged 33.65 pounds, and on 331 cars of imported traffic 
of the same kind loaded by the carriers 27,436 pounds. 
Whether the difference is due to the careless loading by 
the carriers or to the form or density of the package is 
not clear. The average loading of 1.535 cars of building 
and roofing papers was 36.955 pounds. On the basis of 
the figures shown as the average loading by the shippers 
the per-ear earnings on the raw material would generally 
equal or exceed those on building and roofing papers. 
The evidence is conflicting as to the extent to which old 
rope and cordage are used in the manufacture of building 
and roofing paper. Although complainant attacks the rat- 
ing on various kinds of paper makers’ fibers, its evidence 
relates almost entirely to the commodities just referred 
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to. What has been said with respect to the comparison 
of old rope and cordage with building and roofing paper 
is not true as to comparisons between other paper makers’ 
fibers and other papers. 

The defendants oppose complainant’s prayer mainly be- 
cause of the light loading of the materials and the low 
per-car earnings. At the sixth class rates the per-car 
earnings on paper makers’ fibers are, because of the light 
loading, very much below the earnings on the various 
kinds of paper. Practically the only exception is the case 
of the per-car earnings on old rope and cordage exceeding 
those on building and roofing paper, but building and 
roofing paper move at lower per-car earnings than: any 
other kind of paper above referred to. The minimum 
weights and the average weights of carloads of various 
kinds of paper and paper makers’ fibers, as given by the 


defendants, are shown below: 
Actual 
loading, 
pounds. 


43,500 
50.000 


Minimum 
weights, 
pounds. 
Papers: 
Book (printing) 
Boards (other than tag board) ........ 
FRRTEINE ONE FOOTE 6c cccccccesoccssuce 
Blotting 
WARTIME once cviccccecvinevcecccesscesese 
Raper makers’ fibers: 
Junk (old rope and cordage) ........... 
Rags 
We NN oi vicitncedassaddnetwesncinee 
DU TR. 550k h st nid wince 8davetes renee 


le er errr ee er 20,000 
Ce EE ica cco asehdaecaneeeedecewsen 722,000 25,307 


*The Official Classification minimum is 36,000. On traffic 
originating in Central Freight Association territory exceptions 
mate the minimum 40,000. The average of the two minima is 


38,000. 
+The Official Classification minimum is 24,000. On _ traffic 


originating in New Enrgland ard Eastern Trunk lire territories 
it is 20,000. The average of the two minima is 22,000. 


As will be seen, the loadings of paper exceed the min- 
ima by very much larger amounts than do the paper 
makers’ fibers, and, as a rule, both the minima and the 
actual loadings of papers greatly exceed those of paper 
makers’ fibers. Generally paper makers’ fibers do not 
load as heavily as any kind of paper. In no case does 
the average loading of paper makers’ fibers even reach 
the minimum weight on any kind of paper erc2pt in 
case of old rope and cordage, and there the average load- 
ing is considerably less than the lowest average loading 
of papers. 

Various commodities, in addition to the fibers named, 
enter into the manufacture of paper. Soda products, 
bleaching powder, calcium chloride, talc, clay, wood pulp, 
strawboard, etc., are used. These are raw materials, but 
not waste, and are of greater value than the fibers under 
consideration. They generally move at rates considerably 
lower than sixth class, but the minima range from 36 000 
to 50000 pounds. Very few commodities with a minimum 
of 30,000 pounds are rated as low as sixth class. 

All paper makers’ fibers can be and frequently are 
loaded in excess of the minima. The ccmplainant is will- 
ing that the minimum on old rope and cordage be in- 
creased to 36,000 pounds and on other kinds of fibers to 
30.000 pounds es a complement to a reduction in the rat- 
ing, but the defendants suggest that many shippers would 
vigorously oppcese it. We are not convinced that these 
minima should be established. - 

Upon consideration of all the facts and circumstances 
we find that the rating assailed is not shown to have been 
unreasonable. The complaint will therefore be dismissed. 

An appropriate order will be entered. 


DEMURRAGE CHARGES 


CASE NO. 9615 (51 I. C. C., 191-193) 
DAVIS SEWING MACHINE COMPANY VS. PITTS- 
BURGH,- CINCINNATI, CHICAGO & ST. LOUIS 
RAILROAD COMPANY. 
Submitted Dec. 3, 1917. Opinion No. 5414. 


Demurrage charges collected at Dayton, O., for the detention 
of interstate carload shipments found to have been legally 
applicahle and not shown to have been unreasonable or 
unjustly discriminatory. Complaint dismissed. 


BY DIVISION 3: 


This complaint, filed March 20, 1917, as amended, al- 
leges that $7 demurrage charges collected by defendant 
at Dayton, Ohio, which accrued during the month of Jan- 


ee 
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32,111 
24,762 
24,762 
23,661 
25,817 
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uary, 1916, on cars containing coal and lumber shipped 
from points without the state of Ohio, were illegal, un- 
reasonable and unjustly discriminatory, and prays for 
reparation. 

Prior to the year 1913 the complainant and defendant 
had entered into the average agreement, substantially fol- 
lowing the National Car Demurrage Rules provided by 
defendant’s lawfully published demurrage rules and regu- 
lations. In addition to a provision for the taking of se- 
curity for the prompt payment of monthly balances, this 
agreement provided for its termination by defendant “if 
payment is unnecessarily delayed or declined.” 

On March 26, 1913, Dayton was visited by a flood, which 
completely demoralized railroad transportation in that 
city. The defendant eccordingly placed an embargo, be- 
ginning April 21, 1913, and continuing until May 20, 1913, 
upon shipments to that point, except food and other nec- 
essaries. As a result some of the complainant’s shipments 
were held at various points outside of Dayton and, after 
the embargo was lifted, arrived so rapidly that they could 
not be unloaded within the free time. Bills for demur- 
rage for the months of May and June, 1913, were rendered. 
These bills did not make any allowance for the bunching 
of the shipments, nor, admittedly contrary to our sub- 
sequent ruling in Woolson Spice Co. vs. P. Co., 39 I. C. C., 
583, for trap cars as within the terms of the average 
agreement. It also appears that at that time no separa: 
‘tion of interstate and intrastate shipments was made. 
Disputing the amount of the demurrage claimed, complain- 
ant refused to pay these bills; also bills for July, August 
and September, apparently on the ground that the -latter 
were accompanied by bills for back charges for May 
and June. Dec. 1, 1913, the charges still remaining unpaid, 
defendant, after giving complainant notice, terminated the 
average agreement, and from that date until March 1, 
1911, when the average agreement was renewed, straight 
demurrage was charged for the detention of cars at com- 
plainant’s plant. In January, 1914, complainant paid the 
charges for July, August and September, and that part 
of the charges for June, with respect to which there was 
no dispute. In November, 1915, the defendant brought 
an action in the local state court to recover the charges 
remaining unpaid, and also for straight demurrage in De- 
cember, 1913, and January and February, 1914, which lat- 
ter charges complainant had refused to pay on the ground 
that the average agreement had been illegally terminated. 
As far as disclosed, the action is still pending. 

Complainant contends that the ¢gharges demanded for 
May and June, in so far as in dispute, were unlawfully 
assessed; and that as the payment of charges due had 
not been “unnecessarily delayed or declined,” the cancel- 
lation of the average agreement was void, thus leaving 
the agreement still in force in January, 1916. It is ad- 
mitted by defendant that had the average agreement con- 
tinued in force there would have been no charges for that 
month. Complainant further contends that defendant 
could not lawfully deny the average agreement to anyone 
desiring it, and that defendant’s remedy was and is to 
litigate disputed demurrage charges. 

To sustain its contention that the charges resulting from 
the bunching of the inbound shipments were unlawfully 
. assessed, complainant cites the case of Joslin-Schmidt Co 
vs. Railway, 25 Ohio C. C. (n. s.) 379, decided Feb. 28, 
1916, and apparently embodying the settled rule of deci- 
sion in Ohio. That case involved demurrage charges, 
under the average agreement, on shipments detained at 
Cincinnati, Ohio, which had been bunched in transit as 
a result of the flood of 1913 The court, citing the provi- 
sion, in connection with straight demurrage, exempting 
a shipper from charges for detention occasioned by bunch- 
ing of cars “as the result of the act or neglect of any 
railroad,” and the further provision that a shipper elect- 
ing to take advantage of the average agreement should 
not have the benefit of the exemption, held that only a 
situation within the terms of the exemption could be 
affected by the shipper’s waiver under the average agree- 
ment. Pointing out that the bunching had been the re- 
sult, not of the act or negligence of the carrier, but of 
an act of God, the court added: 


It would be a harsh rule which would relieve one party on 
account of “an act of God’’ and at the same time permit it to 
penalize the other on account of delay and damage resulting 
from the same cause. 


We are unable to adopt the conclusion reached in that 
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case. Under defendant’s essentially similar rules demur. 
rage was and is assessable for detention beyond the free 
time, except that under the straight demurrage arranze- 
ment provision is made for an extension of the free time 
in case of bunching of shipments through the fault of the 
carrier, which concession is waived under an average 
agreement. The rules make no provision for additional 
free time for car detention on account of bunching result- 
ing from an act of God. For any departure from those 
rules defendant would be guilty of a violation of the act. 
One of the purposes of the average agreement is, by 
credits for cars promptly released, to take care of deten- 
tion caused by bunching and weather interference. Alan 
Wood Iron & Steel Co. vs. P. R. R. Co., 21 I. C. C., 27; 
Michigan Mfrs. Assn. vs. P. M. R. R. Co., 31 I. C. C., 329; 
Castner, Curran & Bullitt vs. P. Co., 42 I. C. C., 3. It 
would seem to us a strange principle that would permit 
a carrier to decline, under the average agreement, respon- 
sibility for the bunching of cars by its own act or neglect, 
and at the same time hold it accountable for bunching 
resulting from no fault of its own. 

We conclude that the charges for the detention which 
resulted from the bunching of cars after the flood of 1913 
lawfully accrued, and that, complainant having declined 
or failed to pay them, defendant was within its rights in 
terminating the average agreement. 

We find that the charges assailed were legally assessed 
and are not shown to have been unreasonable or unjustly 
discriminatory. An order dismissing the complaint will be 
entered. 


ILLEGAL DEMURRAGE CHARGE 


CASE NO. 9918 (51 I. C. C., 214-215) 
A. J. HIGGINS LUMBER & EXPORT COMPANY VS. 
NEW ORLEANS GREAT NORTHERN RAILROAD 
COMPANY ET AL. 
Submitted Aug. 14, 1918. Opinion No. 5423. 


In January, 1917, three carloads of lumber billed to Herrick, 
Ill., were forwarded from points in Louisiana. They were 
held at Ramsey, Ill., on the tracks of the Toledo, St. Louis 
& Western R. R. for reconsignment. Orders to reconsign 
them to Toronto, Can., were furnished by complainant with- 
in the free time allowed for that purpose. That carrier 
refused to reconsign these shipments, alleging as a reason 
for its refusal that Toronto was under an embargo. De- 
murrage was collected for the time these shipments were 
held at Ramsey, although the demurrage tariff contained 
no provisions for such charges. Reparation awarded. 


BY DIVISION 2: 


Complainant is a corporation engaged in buying and 
selling lumber and has its principal place of business in 
New Orleans, La. By complaint filed Oct. 18, 1917, it 
alleges that the demurrage charges which were collected 
on three carloads of lumber forwarded in the month of 
January, 1917, from certain points in Louisiana and held 
in transit at Ramsey, Ill., for reconsignment were unrea- 
sonable and illegal. Reparation is asked. 


Jan. 23, 1917, one carload of lumber was forwarded from 
Bush, La., and Jan. 24, 1917, and Jan. 26, 1917, two car- 
loads from Folsom, La., all billed to complainant at Her- 
rick, Ill. These cars were intended for reconsignment and, 
therefore, were not carried beyond Ramsey, IIl., the des- 
tination, Herrick, named in the bills of lading having been 
given for the sole purpose of requiring routing via the 
Toledo, St. Louis & Western Railroad Company. In ac: 
cordance with that carrier’s practice these cars were 
stopped at Ramsey for reconsignment orders, which were 
furnished within the free time allowed by the tariff for 
that purpose. Complainant in its reconsignment orders 
directed that the cars be forwarded to the Boake Manu- 
facturing Company, Toronto, Canada; the notation on the 
new bills of lading showing that the material contained 
in them was for the erection of a munition plant at To- 
ronto. Because Toronto was at that time under a freight 
embargo, the Toledo, St. Louis & Western Railroad re- 
fused to reconsign the cars as ordered, and they were 
held on demurrage at Ramsey following the order of their 
arrival there, February 1, 5 and 6. 

The carrier named asked complainant to give reconsign- 
ment orders to some point which was not embargoed. 
Complainant failed to do as requested, and the cars were 
finally forwarded from Ramsey to Toronto on bills of 
lading dated March 13, 1917.. At destination the Boake 
Manufacturing Company paid the freight charges and 4 
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total of $403 as demurrage for the detention of these cars 
at Ramsey. This latter sum was repaid by complainant 
and is the amount for which reparation is now claimed. 

The reconsignment tariff of the Toledo, St. Louis & 
Western Railioad which was in effect at the time these 
cars moved made no restriction of pdints to which cars 
might be reconsigned by reason of embargoes; the de- 
muriege tariff did not contain any such restriction, nor 


did it have any provision for the imposition of demurrage 


charges for the detention of cars reconsigned to embar- 
goed points. 

The Commission has held that demurrage does not ac- 
crue, under a general demurrage tariff, against a car which 
has been offered for reconsignment to an embargoed point 
upon the general principle that demurrage is assessable 
for detention for which the shipper. is directly responsible 
and can avoid or abate, while an- embargo is plec2d by 
reason of the carrier’s disability. Reconsignment Case, 
47 I. C. C., 590, 634. Under the tariffs in effect at the 
times mentioned there was no provision that the carrier 
would not reconsign to.an embargoed point. The embargo 
was a disability of the defendants; the orders of recon- 
sigzment should have been executed at once by the To- 
ledo, St. Louis & Western Railroad in accordance with 
its tariffs; and the collection of any demurrage for the 
detention of these cars at Ramsey, held there by the 
Toledo, St. Louis & Western, not by cr for the complain- 
ant, was unreasonable and illegal because contrary to its 
tariff provisions. 

The Commission should find that the collection of these 
demu.rege charges was unreasonable and illegal in that 
the collection of such chaiges was not in accordance with 
the tariffs then in effect; that complainant paid and bore 
these charges and was damaged thereby, and that it is 
entitled te reparation in the sum of $403, with interest. 
CLARK, Commissioner: 

The foregoing proposed report of the examiner was 
served upon the parties and no exceptions thereto were 
fled. Upon consideration of the record the report and 
conclusicn of the examiner are adopted by the Commission 
and an oider will be entered accordingly. 


PREJ UDICIAL BUT DISMISSED 


Although holding that the rates had been shown to be 
unduly prejudicial, the Commission has dismissed No. 
8729, Russian Poultry & Egg Co. vs. St. Louis & San 
Fiancisco et al., opinion No. 5378, 51 I. C. C., 108-10, and 
cenied reparation. The holding was that rates on eggs 
and live poultry from Muskogee, Okla., to Chicago, St. 
Louis and points in New York were unduly prejudicial 
against the complainant and in favor of dealers at Fort 
Smith and Fayetteville, Ark., Westville, Okla., Joplin, Mo., 
and Parsons, Kan. They were unduly prejudicial to the 
extent that the rates from Muskogee exceeded the rates 
from Westville, Fayetteville and Fort Smith by more than 
the differences between the third class rate from Muskogee 
and from the other points mentioned to the same destina- 
tions. The further statement is made that the record 
does not establish the amount of the damage, if any, which 
resulted to the complainant from the undue prejudice 
and no reparation would be awarded. 

Inasmuch as the Director-General was not made a party 
the Commission could make no order for the future di- 
recting the removal of the undue prejudice. 


~ DRIED GRAIN RATE 


The Commission has dismissed No. 9676, Dewey Bros. 
Co. vs. Sou. Ry. et al., opinion No. 5401, 51 I. C. C., 160-2, 
holding that the rate on distillers’ dried grain from Lou- 
isville, Ky., to Alexandria, Va., had not been shown to be 
unreasonable. The challenged rate was 18.5 cents, ap- 
plicable over the Southern to Danville, Ky., C. N. O. & 
T. P. to Harriman Junction, thence over the Southern 
through Asheville, Tenn. An alternative route was over 
the Southern from Louisville to Lexington, C. & O. to 
Orange, Va., and thence over the Southern to destination. 
Rates are 15.4 applied over routes with lines other than 
the Southern as initial carrier. The Southern participated 
in the 15.4 rates when it was an intermediate carrier, but 
not from points on its rails. The complainant’s witness 
was unable to state why the shipment in question was 
delivered to the Southern at Louisville when lower rates 
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were applicable by way of other routes. Later the South- 
ern reduced their 18.5 rate to 15.4, but the Commission 
held that that fact was not sufficient for the condemnation 
of the 18.5-cent rate, which, it was shown, yielded 4.17 
mills per ton-mile over the route through Asheville and 
5.62 mills through Lexington. 


REFRIGERATION CHARGE CORRECT 


An order of dismissal has been entered in No. 9741, 
Loretz Pegram & Co. vs. Sou. Pac. et al., opinion No. 
5400, 51 I. C. C., 158-60, the holding being that refrig- 
eration charges on a carload of peaches from El Paso, 
Tex., to Globe, Ariz., had not been shown to be unrea- 
sonable. 


DENIES REPARATION ON COAL 


The Commission has dismissed No. 8982, Locust Moun- 
tain Coal Company vs. L. V., Opinion No. 5390, 51 I. C. C. 
137-8, thereby denying reparation to the complainant. In 
dismissing this case the Commission followed its own 
reasoning in D. L. & W. Coal Co. vs. D. L. & W. R. R. Co., 
46 I. C. C. 506. The complainant in this case asked repara- 
tion on shipments of hard coal from Shenandoah, Pa., to 
Tidewater points, chiefly Perth Amboy, because the rail- 
road company collected rates in excess of those prescribed 
by the Commission in its general investigation known as 
the Anthracite Case, 35 I. C. C. 220. That was a general 
investigation and according to the Commission the rail- 
road company could not have guessed what rates the Com- 
mission would prescribe. Therefore, it could not have 
saved itself by changing the rates unless it had happened 
to guess the rate prescribed by the Commission. 


NO DAMAGE, NO REPARATION 


On the ground that no damage had been shown, the 
Commission has denied reparation in No. 9881, C. & J. 
Michel Brewing Co. et al. vs. C. M. & St. P. et al., Opin- 
ion No. 5376, 51 I. C. C. 103-5. The reparation was denied 
and the complaint dismissed notwithstanding the fact that 
it had held the rate on cereal beverages, carbonated, non- 
alcoholic, from La Crosse, Wis., to Sioux Falls, S. D., had 
been shown to be unduly prejudicial as compared with rates 
contemporaneously in effect on like beverages from Mil- 
waukee and St. Louis to the same destination. The Com- 
mission held that the rate was unduly prejudicial to the 
extent that it exceeds 6.5 cents less than the rates from 
Milwaukee and St. Louis to Sioux Falls. 

No order for the future could be made because the Direc- 
tor-General was not made a party to the proceedings, al- 
though an opportunity therefor had been afforded. 


LUMBER CHARGE CORRECT 


An order of dismissal has been entered in No. 9902, Rud- 
dick Orleans Cypress Company vs. A. T. & S. F. et al., 
Opinion No. 5380, 51 I. C. C. 114-15, the Commission hold- 
ing that the rate on lumber from New Orleans to Windom, 
Kan., had not been shown to be unreasonable or unjustly 
discriminatory. The shipment was delivered to the Iron 
Mountain and was forwarded to destination at a combina- 
tion of 38 cents. At the time of the movement a joint 
rate of 28.5 applied‘ over the lines of the Tex. & Pac. and 
its connections. ~ The Iron Mountain reached New Orleans 
over the rails of the last mentioned carrier. The com- 
plainant’s plant at New Orleans was on the east side of the 
Mississippi and is served by the Illinois Central. It could 
have obtained the benefit of the joint rate by having car 
delivered to the Tex. & Pac. or to anyone of three other 
carriers on the east bank. Instead, it gave specific rout- 
ing instructions to have the car delivered to the Iron Moun- 
tain. By having the Ill. Cent. switch to the Iron Mountain, 
the Commission held the complainant had given specific 
routing instructions which the carrier was not at liberty 
to disregard. 


APPROVES ALCOHOL MINIMUM 


The Commission has dismissed No. 9888, Kentucky Peer- 
less Distilling Co. vs. L. H. & St. L. et al., Opinion No. 
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5421, 561 I. C. C. 209-10, holding that the minimum weight 
of 50,000 lbs. on alcohol in tank cars, from Henderson, Ky., 
to Mt. Union and Emporium, Pa., had not been shown to 
be unreasonable. Fifty-seven carloads of alcohol were in- 
volved. The tariffs under which this alcohol moved pro- 
vide that the minimum rate shall be the maximum gallon- 
age capacity of the tank unless otherwise provided. ‘The 
otherwise provided for alcohol” is 50,000 lbs. at 5th class. 
Had the traffic moved at actual weight of 44,000 lbs. per 
tank car, 4th class would have been applicable and the 
charges would have been higher. The railroad company, 
says the report, showed that the 50,000 minimum was estab- 
lished from Henderson to place the distillers at that point 
in competition with those at Peoria, Terre Haute, Louis- 
ville and other distillery points. It also showed that the 
president of the complainant was advised that the tank 
cars he was about to lease,would have to pay either the 
fourth class at actual weight or for 6,000 lbs. which they 
could not carry. The report says he made no effort to pro- 
cure tank cars of greater weight carrying capacity. He 
— the small tanks at the low level of $22.50 per 
month. 


OIL COMPLAINT DISMISSED 


No. 9678, Syracuse Chamber of Commerce et al. vs. N. 
Y. C. et al., opinion No. 5416, 51 I. C. C., 197-8, has been 
dismissed, the Commission holding that the rates legally 
applicable on red oil, carloads, from Syracuse, N. Y., to 
Lodi and Hawthorne, N. J., had not ‘been shown to have 
been unreasonable. Undercharges are outstanding on some 
of the shipments involved. In this case the claim arose 
over the fact that after the shipment moved the carrier 
that had moved it came to the conclusion that it should 
establish as low a joint rate as a shipper could obtain 
over a competing line. On that point the Commission 
reiterated what it had many times before said, namely, 
that the existence of a lower rate over a competing line or 
lines and the subsequent establishment of that lower rate 
over the route of movement does not of itself warrant con- 
demnation of the rates charged. 


FLOUR MILLED PRODUCTS 


The Commission has dismissed No. 9766, Springfield 
Milling Co. vs. Chi. & N. W. et al., opinion No. 5424, 51 
I. C. C., 216-18, holding that rates on flour milled products 
from Springfield, Minn., to points in Illinois west of De- 
Kalb and to points in Iowa had not been shown to be un- 
reasonable nor their relationship to rates from New Ulm 
and other points in Minnesota to be improper. The Com- 
mission said there may or may not be a maladjustment in 
the rates on flour milled products from and through Spring- 
field to the points in question, but if there is, the fact 
cannot be held to have been established upon the meager 
showing made by the complainant on this record. Com- 
missioner Clark said that this report, prepared by an ex- 
aminer, was submitted to the parties and, no exceptions 
being taken, the Commission adopted it as its own. 


SULPHATE OF POTASH 


An order of reparation has been made in No. 9494, Swift 
& Co. vs. Great Northern et al., opinion No. 5381, 51 I. C. C., 
115-17, on account of an unreasonable rate on sulphate of 
potash from Seattle to East St. Louis. The potash in 
question consisted of a shipment from Germany via Japan 
and a rate of $1.50 was collected under the classification 
description as drugs, medicines or chemicals. On July 21, 
1915, after the shipment moved, the carriers established a 
rate of 60 cents, 50,000 minimum, on sulphate and muriate 
of potash. On April 9, 1917, the rate on sulphate was in- 
creased to 75 cents, 80,000 minimum, and a rate of $1 on 
muriate of potash was estab'ished. The Commission held 
that the subsequently established rate of 75 cents would 
have been reasonable and reparation was ordered to that 
basis. 


SPENT IRON MASS 


An award of reparation has been made in No, 9474, Mor- 
ris Herrmann Oo. vs. N. Y. N. H. & H. et al., opinion No. 
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5382, 51 I. C. C., 118-20, on account of an unreasonable rate 
on spent iron mass (spent oxide) from Cambridge, Mass,, 
to Elizabethport, N. J. The Commission held that the 
rates on that commodity from Lynn, Lowell, Malden, Hos. 
ton, Charlestown, Natick and Milford, Mass., to Elizabeth- 
port had not been shown to be unreasonable. It held that 
the complainants had not shown themselves to have been 
damaged by the undue prejudice alleged. The Commission 
did not pass on the question as to whether there was undue 
prejudice in the adjustment of rates because it was changed 
before the case came on for trial. 


RATES ON SAND AND GRAVEL 


A finding that rates on sand and gravel from Phalanx 
and Geauga Lake, Ohio, to destinations in the Pittsburgh 
district had been justified, was made in No. 9320, Portage 
Silica Co. vs. Erie R. R. et al., opinion No. 5432, 51 I. C. C,, 
241-3. The rates challenged were 84 cents and $1.05 per 
net ton, the first from Phalanx and the second from Geauga 
Lake. The complaint grew out of the fact that the Erie, 
in publishing rates, excluded Phalanx and Lake Geauga 
from the so-called valley group on sand and gravel to 
Youngstown. The Erie, in defending a rate of $1.05, pointed 
out that it must have a considerable empty haul in supply- 
ing equipment for the traffic and that in moving to Pitts- 
burgh the sand and gravel from the points mentioned re- 
quired frequent switching, breaking up of trains, short 
hauls and delivery service in the congested part of the 
Pittsburgh district. Since the hearing the rates have been 
increased to $1.20 from Phalanx and $1.40 from Geauga 
Lake, The Commission, of course, held the justification to 
apply only to the 84-cent and $1.05 rates. 


EXPRESS CHARGES ON HORSES 


The Commission has decided that no reparation is due 
the complainant in No. 9552, Northwestern Trading Co. vs. 
Adams Express, opinion No. 5422, 51 I. C. C., 211-13. The 
complainant asked the express company for horse cars 
such as are commonly used for transporting horses by 
express -at about 4 p. m., December 17, 1915. It desired to 
forward 352 animals in time to catch a ship sailing from 
Jersey City the next day. The express company notified 
the complainant that it could not furnish the kind of cars 
desired, but could furnish the ordinary stock car. Seven- 
teen cars of that kind were used. The extress company 
collected the ordinary express rate, such as would have 
been imposed had the express cars containing stalls been 
used. and the Commission held that the shipper, having 
accepted the equipment, was bound to pay the tariff rate, 
because he had not obeyed the ordinary rule which entitles 
the carrier to a reasonable time in which to furnish spe- 
cial equipment desired by shipper. 


RATES ON LUMBER 


The Commission has dismissed No. 9419, Bonners Ferry 
Lumber Co. et al. vs. Great Northern, opinion No. 5426, 
51 1. C. C., 221-4, holding that rates on lumber from Bon- 
ners Ferry and Ceur d’Alene, Ida., to destinations on the 
Scovey Branch in Montana and North Dakota had been 
justified. The case involves adjustments made in response 
to a number of decisions by the Commission, notably West- 
ern Pine Manufacturers vs. C. I. & W.,-46 I. C. C., 650; 
Sand Point Lumber & Coal Co. vs. Great Northern, 43 I. C. 
C., 59; Potlatch Lumber Co. vs. M. V., 14 I. C. C., 41; and 
Bonners Ferry Lumber Co. vs. Great Northern, 38 I. C. C. 


RATES ON OLD RAILS 


The Commission has dismissed No. 9988, Walter A. Zel- 
nicker Supply Co. vs. C. & N. W. et al., opinion No. 5370, 
51 I. C. C., 90-1, holding that the legally applicable rate on 
old rails from Pentoga, Mich,»to E. St. Louis had not been 
shown to be unreasonable. 


CONTRACTOR’S OUTFIT 


An order of dismissal has been entered in No. 9891, 
Moreno-Burkham Construction Co. vs. Ill. Cent. et al., opin- 
ion No. 5391, 51 I. C. C., 138-9, on a holding that the rate 
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on a contractor’s outfit, from McComb, Miss., to Walnut 
Ridge, Ark., was not unreasonable. 


SCRAP IRON RATE AND ROUTING 


Holding that the rate was not unreasonable or unjustly 
discriminatory and that five carloads of scrap iron from 
Rahway, N. J., to Lebanon, Pa., had not been misrouted, 
the Commission has dismissed No. 9378, Fechheimer Steel 
& Iron Co. vs. P. R. R. Co. et al., opinion No. 5410, 51 I. C. 
C., 183-84. The misrouting, so-called, was caused by a mis- 
taken declaration by the railroad agent that a rate of 
$1.58 per ton was applicable over either one of two routes. 
A rate of $2.52 per ton was applicable over the route of 
movement. 


‘LUMBER AND FOREST PRODUCTS 


The Commission has dismissed No. 9738, United Lumber 
Co. vs. Ursina & North Fork Ry. Co, et al., opinion No. 
5417, 51 I. C. C., 199-200, holding that rates on lumber and 
forest products from Humbert, Pa., to various interstate 
destinations had not been shown to be unreasonable. The 


particular rate under attack was one of 45 cents per ton 
charged by the Ursina & North Fork for the movement 
from Humbert to Ursina Juction. The complainant desired 
a limit of $5 per car placed upon the rate. 


RATE ON CIGARETTES 


The Commission has dismissed No. 9792, Reed Tobacco 
Company vs. C. & O. et al., opinion No. 5418, 51 I. C. C. 
201-2, holding that a double first class rate of $7.40 on 
cigarettes L. C. L. from Richmond, Va., to Seattle, Wash.,- 
had not been shown to be unreasonable. The $7.40 rate 
was collected because the strapping of the packages was 
held in place with lead seals. The tariffs provided a com- 
modity rate of $3 on cigarettes strapped and sealed with 
metal seals other than lead. On metal seals other than 
lead double first class was applicable. The complainant 
admitted that lead seals had been employed and said that 
seals of that kind were used through inadvertence. The 
railroad company testified that lead seals afford no pro- 
tection against pilferage, because they can be split easily, 
removed from the cord, and after the box has been opened 
can be replaced without the possibility of detection. In 
this and other cases the records show large losses by 
pilferage, says the report of the Commission, and these 
losses must necessarily find expression in the rates and 
in the conditions prescribed under which such commodi- 
ties will be accepted for transportation. The law imposes 
on shippers the duty of ascertaining the rates and condi- 
tions under which they ship and non-compliance by shipper 
with tariff requirements affogds no basis for a finding that 
the applicable rate was unreasonable. The report says 
that the complainant had little standing when its negli- 
gence had brought a burden upon it. 


MUSTARD SEED OIL 


An order of reparation has been made in No. 9693, Fried- 
man Manufacturing Company vs. West. Pac. et al., opinion 
No. 5427, 51 I. C. C. 225-6, on account of an unreasonable 
rate of $2.95 on mustard seed oil, carloads, from San Fran- 
cisco to Chicago. The Commission held that the rate on 
tnis shipment, which was experimental, was unreasonable 
because in excess of $1.25. 


LEGAL RECONSIGNMENT ORDER 


Only a party to the transportation contract can give an 
order for reconsignment that has a legal binding effect on 
the carrier. Because no such order had been given, the 
Commission dismissed No. 9654, Callaway Fuel Co. vs. C. 
M. & St. P. et al., opinion No. 5428, 51 I. C. ©. 227-9. The 
complaint was that the carriers exacted an illegal and 
unreasonable charge on a carload of coal from Lilly, Pa., 
consigned to Elm Grove, Wis., and subsequently recon- 
signed to North Milwaukee. The reconsignment orders 
were given by the fuel company in relation to three cars 
consigned by the Pioneer Coal & Coke Company to itself 
at Elm Grove. It was reconsigned to the Wisconsin Bridge 


THE TRAFFIC WORLD 


7 


847 


& Iron Company at North Milwaukee. Charges were as- 
sessed on a joint proportional rate of $2.05 to Milwaukee, a 
rate of 50 cents to Elm Grove plus a charge of $2 for 
Treconsignment and a rate of 50 cents to North Milwaukee. 
Under the tariffs, the Commission’s report shows, the legal 
rate from Elm Grove to North Milwaukee was 8 cents per 
100 lbs. or 60 cents per net ton. The shipment, therefore, 
was undercharged 10 cents. The carriers respected the re- 
consignment orders given by the complainant on two of 
the three cars, but did not respect the order in regard to 
the other. The Pere Marquette, which assumed the bur- 
den of the defense, said that it did not make a practice of 
executing delivery orders for parties other than the con- 
signee until written authority is received; that it has no 
legal right to comply with the complainant’s diversion 
order until authority from the consignee is received. The 
Commission held that on the record the complainant had 
shown no propretary interest and its order to the carriers 
had no legal effect until March 7, 1916, when authorization 
from the Pioneer Coal & Coke Company was received. The 
carrier, therefore, was under no legal obligation to hold 
ule car at Ludington for reconsignment order. There- 
fore, the combination of charges was legal. 


ORDERS REPARATION ON CYANAMID 


An order of reparation has been made in No. 8841, 
Amer'cin Cyanamid Co. vs. Michigan Central et al., opin- 
ion No. 5481, 51 I. C. C., 236-40, on account of some rates 
on cyanamid that were illegal and others that were un- 
reasonable, on shipments from Niagara Falls, Ont., to 
Shreveport and other destinations in the south. The de- 
cision also disposes of three sub numbers, by the same 
complainant against the same defendant. 


The finding as to shipments to Shreveport is that the 
«rates were unreasonable in that they were in excess of 
33.25 cents; as to Hattiesburg, Miss., $5.85 per ton; to 
Meridian, Miss., {5.65 per ton; as to shipments to Dothan, 
Ala., that three were undercharged one cent per 100 
pounds and one 18 cents per ton; to Montgomery un- 
dercharged one cent per 100 pounds; and that the legal 
rates to Dothan and Montgomery were $7.36 and $6.45 
per ton, respectively. 


The complaints charged that some of the rates were 
in excess of the aggregate of the intermediates. The 
Commission did not find them. It found some that were 
in violatign of the long-and-short-haul clause. They, how- 
ever, were protected by appl cations that had not been 
heard at the time the case was disposed of. The new 
tariffs provide for the application of the lowest combina- - 
tions south of the Ohio, so that is not such an important 
question now. 


REPARATION ON TOLUOL 


An order of reparation, requiring the payment of thou- 
sands of dollars, was made in No. 9811, Hercules Powder 
Company vs. Chicago Great Western et al., opinion No. 
5429, 51 I. C. C., 230-2, on account of unreasonable rates 
on toluol, in tank cars, from eastern points to Hercules, 
Cal. Sixteen cars were involved in the complaint, No 
specific rates were applicable on the shipments when they 
moved and the Commission had to consider the question 
as a rate proposition unaffected by prior rate adjustments 
on the commodity, which became of prime importance as 
soon as the European war broke out. They moved be- 
tween July 3 and Oct. 14, 1915. On October 15, the day 
after the last car involved in this case moved, the western 
roads applied fifth class, full gallonage of tanks as min- 
ima, with reservations as to truck capacity of some of 
the tank cars available for the traffic. The average value 
of a carload of toluol at that time was $28,455. The Com- 
mission held that the charges imposed were unreasonable 
because in excess of commodity rates of $1.05 from Mil- 
waukee, $1.10 from Indianapolis and Woodward, $1.15 
from Lackawanna, and $1.25 from Solvay and Philadel- 
phia, and reparation down to the bases of the commodity 
rates was ordered. The complaint asked for reparation 
down to a subsequently established rate of 75 cents to 
San Francisco, which was later increased to 79 cents. A 
rate of $1.90 from Solvay is believed to show what kind 
of charges were assessed. 
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SULPHATE OF POTASH 


A finding of unreasonableness and an order of repara- 
tion have been entered in No. 9936, Armour & Co. vs. D. 
& R. G. et al., opinion No. 5430, 51 I. C. C. 233-5, on ship- 
ments of sulphate of potash from Marysvale, Utah, to New 
Orleans for export. The domestic fifth class rate of $1.66 
was imposed. Armour & Co. contended that the rate was 
unreasonable to the extent that it exceeded a subsequently 
established commodity rate of 45 cents applicable on both 
domestic and export traffic. The Commission agreed with 
that contention and ordered reparation amounting to 
$2,708 on four carloads of potash sent to the complainant’s 
fertilizer factory at Havana, Cuba. This unusual move- 
ment of potash was made necessary because the supply 
from Germany was cut off. It was taken from mines near 
Marysvale. The cars averaged a weight of 55,952 pounds 
and at the $1.66 rate, fifth class, yielded a revenue of 
$928.80 per car, or 43 83-100 cents per car mile and 15.67 
mills per ton mile. The carriers were willing to make 
reparation down to the 45-cent basis. 


THE NEW CLASS SCALES 


(Continued from page 838) 
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The scale for application within northern Missouri, Iowa, 
Wisconsin and Minnesota is as follows: 


STANDARD SCALE OF CLASS RATES FOR ‘75%’ WESTERN 
TERRITORY, APPLYING WESTERN CLASSIFICATION. 


Percentages 100 85 70 60 47 51 40 30 25 20 
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For application in Texas differential territory and the 
inter-mountain states the following scale, being 120 per 
cent of the master scale, has been prepared: 


STANDARD SCALE OF CLASS RATES FOR ‘120%"’ WEST- 
ERN TERRITORY, APPLYING WESTERN CLASSIFICA- 
TION. 
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southeastern territory. The one preferred by the Rail- 
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13 first class rate for 100 miles under the scale and classifica- 
14 tion preferred by the Railroad Administration is 58 cents, 
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- HH not be necessary to go through the fight made possible 
15 po by them. An end of the war seems so likely that it is 
15 60 suggested that before hearings on the scales can be com- 
. 62 pleted Congress may begin giving its attention to legis-- 
17 o lation having to do with the after-war state of the rail- 
17 70 , roads. It is assumed, that while Congress was thus legis- 
73 lating the Railroad Administration would not press for- 
8 a ward its schemes for making what advocates of mileage 
79 scales consider scientific rate adjustments. 
-. As an answer to that thought it may be pointed out 
85 66 BI that even if there is peace by Christmas, nothing in the 
86 way of constructive legislation is likely before the regular 
. session of Congress beginning in December, 1919, unless 
91 there should be a special session before that time. The 
92 session that begins next December (which will be a reg- 
97 : : = ular one) will’come to an end on March 4 by constitutional 
28 ( , 97 limitation. In the regular order, the Congress elected next 
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teen months after the election of its members. The fram- 
ers of the constitution were not so anxious to have the 
lawmakers early at work after their election as some of 
their successors seem to be. When they fixed the time 
of meetings of Congress they left a long time between 
election day and the first day of the regular session fol- 
lowing it. 


The only way there can be a quick registering of the 
popular will, when the people decide to change the po- 
litical complexion of Congress, is to elect a President in 
sympathy with the political views of the Congress. In- 
asmuch as this is not a presidential election year, even 
if there should be a change in the political complexion 
of House or Senate, or both, the effect of that change 
of the political thought of the country could not be made 
effective in less than thirteen months, unless President 
Wilson should call an extra session. Except in cases of 
great emergency no one would expect a President to call 
a politically hostile Congress into special session, because 
it could not be expected to legislate as he desired. 

It is therefore to be remembered that even if peace 
comes by Christmas or by Easter, if there is a change 
at the polls next month, it is not to be expected that 
President Wilson would ask the new Coneress to legislate 
on the subject of the control of railroads. The statute 
provides for a continuance of the control for twenty-one 
months after the signing of the treaty of peace. In other 
words, should the people next month order a change in 
the political composition of House’ or Senate, or both, it 
would. not follow that legislation pertaining to the rail- 
roads would be undertaken. On the contrary, a political 
revolution would make for a continuance of control, un- 
modified, until at least December, 1919, and as much time 
thereafter as would be needed for a politically hostile 
Congress to persuade President Wilson that what it pro- 
posed in the way of modification would be for the good 
of the country. 

The setting of the time for hearing by the Commission 
on the mileage scales, which was expected almost imme- 
diately by those who remembered the promptness with 
wh‘c the classification matter has been. handled, is not 
in sight. The commissioners are not due to hold further 
conferences until next week. One explanatory suggestion 
is that the commissioners, knowing that the scales have 
not yet reached the hands of the state commissioners or 
the shippers, can see no reason for setting a time for the 
hearing until after there has been opportun.cy for exam- 
ining the material submitted by Director Chambers. 


ISSUES SUSPENSION ORDER 


The Trafic World Washington Bureau. 


The Commission, late October 25, issued its first sus- 
pension order since Director-General McAdoo began mak- 
ing rates. In I. and S. 1165 it suspended to February 26, 
Duluth, South Shore & Atlantic, I. C. C No. 2922. 

The Canadian Pacific or Grand Trunk lines in Canada, 
the filing road, claims the tariff filed by it is in compliance 
with permissive orders of the Commission in the fifteen 
per cent case and with rate authorities issued by Director 
Chambers. 

The form of the suspension order differs from that used 
before the Railroad Administration began making rates. 
It therefore is reproduced in full, as follows: 


_It appearing that there has_ been filed with the Interstate 
Commerce Commission by the Duluth, South Shore & Atlantic 
Railway Company a tariff containing schedules stating new 
jo‘nt rates and charges, and new joint regulations and practices 
affecting such rates and charges, to become effective on the 
26th day of October, 1918, designated as follows: 

No. 2922. 


Duluth, South Shore & Atlantic Railway: I. C. C. 

It is ordered that the commission upon complaint, without 
formal pleading, enter upon a hearing concerning the propriety 
of the increases and the lawfulness of the rates, charges, regu- 
lations and practices stated in the said schedules contained in 
said tariff in so far as said rates. charges, regulations and 
practices annly in connection with following named non-Federal 
controlled lines,.viz.: The Akron, Canton & Youngstown Rail- 
way Company, the Algoma Central & Hudson Bay Railway 
Company, the Canndian Pacific Railway Company (Lines in 
Canada), Davton, Tolefo & Chicaro Railway, Grand Trunk 
Roilwav (Tines East of Detroit and St. Clair Rivers in Canada), 
Michigan Fiast & West Railway Company, Nesburgh & South 
Shore Reilway Company. 

Tt further anpearine that said schedules make certain in- 
creases in rates for the interstate transnortation of newsprint 
paner and woodpulp. carload, and the rights and interests of the 
public appearing to be injuriously affected thereby, and it being 
the opinion of the Commission that the effective date of the 
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said schedules contained in said tariff should be postponed 
pending said hearing and decision thereon; 

it 1s further ordered that the operation of the schedules con. 
tained in said tariff be suspended, and that the use of the rates, 
charges, regulations and practices therein stated, in so far as 
same are applicable via said non-Federal controlled lines, be 
deferred upon interstate traffic until the 23d day of February, 
1919, unless otherwise ordered by the Commission, and no 
change shall be made in such rates, charges, regulations and 
practices during the said period of susrension unless authorized 
by special permission of the Commission. 

It is further ordered that the rates and charges thereby sought 
to be changed shall not be increased and the regulations and 
practices thereby sought to be altered shall not be changed 
by any subsequent tariff or schedule, until this investigation 
and suspension proceeding has been disposed of or until the 
period of suspension and any extension thereof has expired, un- 
less authorized by special permission of the Commission. 

And it is further ordered that a copy of this order be filed 
with said schedules in the office of the Interstate Commerce 
Commission, and that copies hereof be forthwith served upon 
the carriers parties to said schedules and that said carriers 
parties to said schedules be, and they are hereby, made respond- 
ents to this proceeding. and that they be duly notified of the 
time and place by the hearing above ordered. 

Rv the Commission. Division 2. 

Inasmuch as the Algoma Central & Hudson Bay and the 
Canadian Pacific are non-controlled roads and also the 
only initial carriers from Sault Ste. Marie, Ont., the tariff 
men of the Commission figure that the effect of the Com. 
mission’s order is to suspend the proposed rates via all 
possible routes to destinations in the United States. 

At first it was supposed, because the Duluth, South 
Shore & Atlantic was the publishing line, it was one of 
the originating carriers. If it were an initial line, the 
rates would apply over those routes compcsed wholly of 
controlled lines, but not on routes compcesed in part of 
non-controlled lines. The tariff was suspended because, 
as the commissioners believed, on an ex parte hearing, 
the rates, if allowed to become effective, would destroy 
the relationship they prescribed between Fox River paper 
mills and those at Sault Ste. Marie. 

A similer tariff was offered, in supposed compliare2 
with the Commission’s permissive order in the fifteen per 
cent case. Before action was taken thereon it was with- 
drawn to make way for the twenty-five per cent increase 
ordained in General Order No. 28. Now the allegation 
is thatthe tariff has been brought back, withcut material 
change, so that if allowed to become effective, the dis- 
ruption of the rate relationship established by the Commis 
sion, in a formal case, would be more distinct than before 
the twenty-five per cent was added. 

The traffic officials of the Railroad Administration agree 
with the tariff men of the Commissicn that the effect of 
the suspensicn order is to close all routes from Sault 
Ste. Marie, Ont., except upon the existing rates. 


USE OF*N. Y. BARGE CANAL 


The Traffic World Washington Bureau. 


An organization known as the Canal and ‘Terminal In: 
terests Campaign Committee of New York City is trying to 
bring about a larger use of barges in New York. The 
committee called on Director-General McAdoo October 24. 
Prior to that time Capt. Charles Campbell, chairman of 
the committee, a barge man, had wired to the Director- 
General. The day after the call Mr. McAdoo sent a tele- 
gram to the captain. Both telegrams were then given out. 
The one from Mr. McAdoo is as follows: 


“The federal government has not taken over the New 
York Barge Canal. New York State still retains entire 
control of it and should complete the waterway promotly 
so that it can be used to full capacity. The United States 
Railroad Administration is merely operating barges on the 
state’s waterway and doing everything it can to make this 
waterway useful to the people of the state and of the 
United States. Every citizen and every corporation de 
siring to use the canal can do so as freely as the Railroad 
Administration is using it. They can purchase canal boats, 
barges and tugs and operate them on the canal without 
any interference from the Railroad Administration.” 


That was sent in answer to one from Campbell, reading 
as follows: “Present incompleted canals turned over to 
you by Governor Whitman’s administration are of no usé 
to federal government. Independent operation of our canal 
system of vital interest to New York. Give back her 
canals now and you will help all her people and also in- 
sure election of Democratic governor and congressmen this 
fall.” 
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CLASSIFICATION HEARINGS 


Furniture was the subject under consideration October 
95 in the hearing on the proposed consolidated classifica- 
tion and the day ended in a disagreement caused by a 
ruling of Examiner Disque. 

Cc. FE. E. Luce, secretary of the National Asscciation of 
Store Fixture Manufacturers, the first witness of the day, 
said that counters containing bins or drawers in item 12, 
page 189, of the consolidated book, carried no symbol, 
put that it is proposed to advance the rating in the 
south, and he felt that inasmuch as this proposition was 
pefore the Commission in case 9939, no change should 
be made in this book, and he therefore objected to the 
proposed increase. 

The examiner told him that, as the descriptions to which 
he took exception were involved in 9939 and that as a 
decision in that case would doubtless be handed dowa 
pefore a decision was reached in this case, no testimony 
need be presented now. 

F. H. Truax, representing the Simmons Company of 
Kenosha, Wis., filed a comprehensive exhibit showing the 
proposed furniture advances as to which his company 
took exceptions, and he gaid he would take the stand for 
cross-examinaticn after the carriers had gone through it. 

c. S. Bather, general traffic manager, American Furni- 
ture Manufacturers’ Association, wanted a provision made 
one for cars shorter than 36 feet 6 inches. He also testified 
§ of rule 34. He said there were still many of these 
smaller cars in use, that they were being offered to the 
furniture people for loading and that the minimum pro- 
vided for the 36 foot 6 inch car could not be loaded in 
these shorter cars. 

Frank E. Jones, representing the Furniture Manufac- 
turers’ Association of Grand Rapids, Mich., desired a 
provision made in this rule for 45-foot cars as well as 
for cars shorter than 36 feet 6 inches. He also testified 
to the fact that the minimum for these 36-6 cars could 
not be loaded into the cars that were shorter. 

Mr. Collyer cross-examined this witness at length in 
order to ascertain why, he said, objection was now being 
made to this rule under which, in substance, the Grand 
Rapids people had been operating for sixteen years, and 
he pointed out that providing smaller minima for these 
shorter cars would have a tendency to reduce the mini- 
mum on all furniture car loading. 


Mr. Jones said that providing a less minimum for these 
smaller cars, of which there were many in general use, 
would tend to conserve the car supply. He went on :0 
say that even in the 36 foot 6 inch cars it was seldom 
possible for them to load the minimum provided, 198 
of such cars loaded during the months of October, No- 
vember and December, 1917, averaging only 11,061 pounds, 
and he felt that 10,000 pounds would be a fair minimum 
for a 34-foot car. 


A. T. Lawrence, of the Official Classification Committee, 
stated that the only change now proposed was to add 
a twenty-six, a twenty-eight and a thirty thousand pound 
minimum as a base and that these were added because 
they had found that some of the heavier commodities 
could not be loaded and they had felt that the additions 
would conserve the supply of larger cars. 


He said the occasion for the rule arose from the neces- 
sity on the part of the carriers to provide for reasonable 
minima for light and bulky articles as well as for heavy 
ones, 

_Mr. Lawrence said that the American Railway Associa- 
tion passed a resolution in 1901 fixing the standard car 
as one 36 feet long, 8 feet 6 inches wide, and 8 feet high 
and named a punitive scale for cars of larger dimensions. 
This scale was adopted by the Official Classification Com- 
mittee in January, 1902. Shortly afterward the A. R. A. 
passed another resolution allowing a 6-inch tolerance, and 
this was subsequently adotped by the Official committee. 


The punitive scale for larger cars remained in effect only . 


a short time in the Official Classification, being super- 
seded shortly by substantially the scales now in effect. 

Mr. Rather, again taking the stand, said that the matter 
of the general furniture packing specification had been 
taken up with the War Industries Board, and that because 
of a shortage of burlap and of kraft paper, their use 
should be reduced to the lowest possible minimum. 

The classification men called his attention to the fact 
that «he record in this case contained the testimony of 
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a manufacturer of burlap, which was to the effect that 
there was no shortage of that commodity, and Mr. Fyfe 
volunteered the information that the government had fixed 
its price. 

Speaking of furniture specification note one, Mr. Bather 
said it had always been objected to by the furniture 
people and he would have it changed so as to provide 
that if furniture was not packed according to specifica- 
tions it should be refused. He said they were having a 
great deal of trouble with inspectors in Western territory 
who were setting up rates for inconsequential departures 
from the specifications as to distance between the strips 
and dimensions of crating material used. 

He desired section B changed so as to permit the use 
of one-by-two-inch yellow pine strips in the south—a con- 
cession which he said would not be taken advantage of 
by the northern factories where the crating was always 
heavier than the specifications. 

Mr. Bather wanted the use of fillers in covering finished 
surfaces left to the discretion of the shippers, all of 
whom were anxious to have their goods reach destination 
in perfect condition and these coverings frequently dam- 
age polished surfaces in such a way as to make refin- 
ishing necessary. 

J. T. Ryan, secretary-treasurer, Southern Furniture Man- 
ufacturers’ Association, High Point, N. C., was called to 
the stand by Mr. Bather, and took exception to a state- 
ment previously made by Mr. Steadwell, of the Southern 
committee, to the effect that the furniture manufacturers 
of the High Point territory did not properly pack their 
furniture. He said at least 90 per cent of the southern 
furniture people properly pack and he felt that the proper 
thing to do was to have the shipments of those who do 
not properly pack refused, rather than to have all shippers 
put under this severe rule. 

F. E. Jones, again called to the stand, said that from his 
past six years’ experierce he could testify to the fact that 
crates above the specifications were used by the northern 
furniture people. 

L. H. Krenning, chief inspector for the Larkin Company 
of Buffalo, said that previous to five years ago the pol- 
ished surfaces of all their furniture were fully covered 
and that they had had so many complaints of the paper 
sticking to the surface, the imprint of the paper being 
transferred to the finished surface, particularly in warm 
weather, that they had then discontinued the use of paper 
covering, the result being that their complaints had been 
reduced by at least 75 per cent. 

Mr. Bather, again resuming the stand, said that in a 
notice from the War Industries Board, dated Cctober 23, 
conservation of paper.and burlap had been urged to the 
greatest extent possible. 

He wanted detachable mirrors made subject to the crat- 
ing specification in section 2 of rule 40, as he said it was 
frequently impracticable to crate these in locked corner 
crates as provided. 


He desired to have section B of note 12, page 182, of 
the proposed book changed so as to provide that chairs 
up to $12 per dozen might be shipped in bundles, not 
wrapped, and the classif.cation men agreed to this change. 

He asked that the wrapping provision in section C af 
this same note be eliminated, and this also was agreed to. 
Mr. Bather called attention to the fact that the packing 
requirements for store fixtures did not include any paper. 

He filed an exhibit showing the present and proposed 
ratings on furniture and furniture parts and showing also 
what he felt the descriptions, minimum weights and rat- 
ings should be. 


Objection was made by Mr. Fyfe, who asked for the 
elimination of all items as to which no change was pro- 
posed, and Mr. Bather said that the whole furniture prop- 
osition was before the Commission in this case and that 
inasmuch as the whole situation was to be gone into he 
felt that relationships should ge maintained, and his ex- 
hibit was based on what he considered a logical line-up. 


Mr. Collyer said that the crux of the whole situation 
was in the proposal to reduce the carload rating on metal- 
lic or wooden furniture N. O. I. B. N. from second class 
to rule 25, where he had agreed to an increase from ten 
to twelve thousand pounds in the minimum, hoping 
thereby to break down the second class rating on furni- 
ture in Official territory. : 

The examiner ruled that under the order of the Com- 
mission Mr. Bather could be heard on his proposition, 
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that where a carload minimum was proposed to be ad- 
vanced the rating could be attacked, and that where, as 
in the east and south, an entire revision or line-up was 
proposed, Mr. Bather could be heard on his counter prop- 
osition. To this the classification men strenuouusly ob- 
jected, and Mr. Colquitt reminded the carriers that the 
scope of the hearing had been very greatly brcadened, 
particularly since the Atlanta hearing. 

The examiner said that inasmuch as the Official and 
Southern committees had gone into a general revision 
of the furniture descriptions, he felt that the shippers 
should be given the opportunity to be heard on the whole 
proposition, but that it was different in the west. 

Due to the continued objection of the classification men 
to this ruling, which, they said, would open up to attack 
every item in the proposed book, a recess was taken 
in an effort to come to some agreement. No under- 
standing having been reached after a conference of more 
than half an hour, the hearing was adjourned until October 
26 at 9:30 o’clock. 


Ruling on Furniture Evidence 


At the hearing October 26 a settlement was reached of 
the subject under discussion at adjournment the previous 
day, as to the exhibit offered by Mr. Bather. Mr. Collyer 
said that in deference to the view which he had under- 
stood Examiner Disque to express the» previous day— 
that the Official Classification Committee should be pre- 
pared to meet the issue arising by reason of increased 
charges on furniture due to the proposed increase in the 
carload minimum weight where the ratings are unchanged 
—the Official Clasisfication Committee wished to state 
that if a postponment could be granted, as had ‘been 
suggested, it would be prepared to meet the issue at the 
Washington hearing on November 15 or thereafter, as 
the Commission might elect. He said the Official com- 
mittee understood that where neither minimum nor rate 
had been changed in the proposed consolidated classifi- 
cation, as in the Western situation, complaint could not 
be heard in this proceeding. 

Examiner Disque formally ruled in accordance with 
this proposal and changed his ruling of the day before 
as to L. C. L. items and items not connected with mini- 
mum weights and not proposed to be increased, stating 
that shippers could not attack the items on which in- 
creases were not proposed. He said shippers were willing 
to attend the Washington hearing beginning November 
12 and the carriers were instructed to meet the issue. 


~.Mr. Collyer said the carriers, in order to protect the situa- 


tion, would file a protest against what he termed this 
change in the method of procedure. 


Mr. Bather asked if there were any possibility of having 
the entire case, as contemplated by his exhibit, presented 
in a separate complaint, ccnsidered at the Warhington 
hearing in connection with the present matter scheduled. 
Examiner Disque said that under the law this would be 
impossible on account of the-shortness of the time unless 
the carriers would waive their legal rights as to not‘c>. 
This Mr Fyfe refused to do on the ground that it would 
be impossible for the carriers, in such a short time, to 
prepare to meet the issue. 

The day’s testimony was devoted to chairs, the long 
list of items changed being monotonously considered. 
Frank Standart, of the Murphy Chair Company, Detroit, 
was on the stand the entire day for the chair manufac- 
turers, Mr. Bather and others interpolating evidence and 
questions at times. One interesting bit of evidence offered 
by Mr. Standart, which would have appealed to -news- 
paper men as perhaps the one bit of “human interest” 
in the whole day, was that formerly there was no car- 
load movement of revolving chairs, but that now there 
is a large carload movement on account of the War De- 
partment. , 

There wes considerable bickering between the chair 
men and the railroad classification men, the latter de- 
claring that the former had backed down on a proposi- 
tion agreed on at a meeting in Chicago last May, and 
the former declaring that the latter had done the same 
thing. So far as the record is concerned, nobody knows 
who is right or who is wrong. There was apparently, 
also, much difficulty in determining who represented whom. 
Mr. Fyfe declared that hereafter he would refuse to deal 
with anyone as representing the chair men, but would 
deal with them as individuals. 


* Mr. Ccllyer, however, was not disposed at first to say. 
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The railroad classification men did not put in thei 
justification of the changes proposed, as in order for them 
to do that a night session would have been necesgary 
It was agreed that they could put it in at Washington, 
since the chair men had to go there later anyhow. 


October 28 was the day set for the appearance of th, 
packers and the poultry and dairy interests. Poul'ry ang 
dairy products came first. W. T. Seibels, manager of the 
National Poultry, Butter and Egg Association, conducte 
the case, in the main, for the shippers, his principal wit 
—_ being W. M. O’Keefe, traffic manager of the assoc'a. 
tion. 

Mr. Seibels was up against the objections of the claggj. 
fication men and the rulings of the examiner at sever 
points, on the theory that the case, as presented by hin, 
contemplated changes in things as to which the proposed 
consolidated classification book provided no change. Ope 
thing was as to the matter of exceptions to the Classific 
tions, Mr. Seibels withholding a part of his case as pro 
posed, after the examiner had repeated emphatically the 
announcement that exceptions to the classifications wouli 
be canceled by the consolidated classification, if the latte 
became effective, but that where it was considered neces. 
sary for the protection of shippers the Railroad Admin 
istration would replace the exceptions by commodity tar 
iffs. 

The record in Docket No. 8469, known as the consoii- 
dated carlot cares, was submitted as a part of the record 
in this case. The principal obj-c‘ion was to the carload 
ratings on dairy products in Official Classification territory, 
Mr. O’Keefe offered exhibits to show that the advances m 
dressed poultry, C. L.. for instance, to representative 
points, were greater than on many other commodities 
similar or in competition. The increasing spread between 
carload and L. C. L. was also illustrated. 

Rabbits wen a victory in Western Classification, Chair 
man Fyfe agreeing to restore the carload rating. It had 
been taken out, he said, because the committee had bea 
unable to find any carload movement, but he capitulated 
when shoown that there was stch a movement. 

Mr. Seibels also put on M. S, Hartman, traffic manager 
of the Fairmount Creamery Company, Omaha E. HL 
Hoagland, representing the Kansas Egg Shippers’ Associa 
tion, made his own the testimcny that had been offerei 
by the others. 

Ross Rynder, for €wift & Co., put on Mr. O’Hara to 
show some things along the same line. There was a 
exchange of words in an effort to discover whether the 
rates as stated include the refrigeration charge. Mr. Fyfe 
and Mr. Steadwell, for their territories, said they did not. 




















Examiner Disque remerked that it was safe to assume 
that the rates did not include refrigeration, ard Mr. Ci 
lier finally said that was true in Official territory. 


A. J. Killen, traffic manager for the William J. Moxley 
Company, appeared to object to the rating cf cleomrar 
gerine, which, he insisted, did not compete with butte 
and which, he said, ought not to be classed with butte. 
He said there did not appear to be co-ordination in tht 
departments of government, since one, the Internal Reve 
nue Department, attempts to keep oleomargarine out d 
the butter class, and another, the Railroad Administ 
tion, attempts to put it in that class. 

Cheese was the first subject considered at the hearil! 
October 29. Mr. McEwen, representing cheese interest 
of the state of Wisconsin, which produces, it was stated 
65 per cent of the cheese of the entire country, protestel 
against the proposed carload and less-than-carload ratins 
in Official Classification territory, desiring the any-qual 
tity rating retained and the present minimum continue 
in the west. As his witness he put on Mr. Davis, chal 
man of the traffic department of the Davis Brothers Chee# 
Company, who spoke not only for his own firm, but # 
the representative of a meeting of Wisconsin cheese me 

A 30,000-pound minimum, he said, would be an impo 
tion on shippers. He thought it was pretty small of ti 
carriers to attempt to put in such a minimum after the 
appeal to cheese men for intensive loading for reasons & 
patriotism had been so satisfactorily complied with. I 
was brought out that 30,000 pounds was the minimlj 
requested of shippers by the Food Administration. ™ 
Davis was cross-examined not only by the carriers 
by Ross Rynder of Swift & Co. The packers, it 


veloped, desired the carload rating put in. 
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At one time in the proceedings fisticuffs seemed likely. 
Mr. McEwen, referring to the position of Mr. Collyer now 
as compared with his attitude at another time, said he 
must either have changed his mind or “perjured” him- 
self. The usually suave Mr. Collyer announced that he 
would not stand for such a word and it must be with- 
drawn. Mr. McEwen withdrew it and time was called- 

Martin Van Persyn, representing the Wholesale Grocers’ 
Exchange of Chicago and Sprague, Warner & Co., testified 
priefly in favor of the proposed departure from the any- 
quantity basis, as did also W. W. Manker of Armour & Co. 


Discussion as to Poultry 


Mr. Hillyer had two witnesses—W. F. Blanchard and 
B. W. Redfearn, both of the Live Poultry and Dairy Ship- 
pers’ Traffic Association. Their objection was to the pro- 
posed reduction on dressed poultry for the reason, they 
said, that such a reduction would put live poultry at a 
disadvantage. It was explained that they were not against 
the proposed reduction per se, but merely to the increase 
in the spread that would be caused thereby. 

Examiner Disque said it was assumed that the proposed 
carload ratings on dressed poultry, butter and eggs would 
all three stand or fall together. 

Mr. Lawrence, of the Official Classification Committee, 
took the stand to pick to pieces the exhibits offered the 
previous day by Messrs. O’Keefe and O’Hara. He made 
some figures of his own which, on their face, spoiled the 
value of the figures made by the protestants, but, of 
course, the latter did not admit that their method was 
incorrect. 

Mr. Steadwell, for the Southern Classification Commit- 
tee, in offering justification for the proposed changes, said: 

“Live poultry, carloads, is not at this time classified, 
but provision is made for commodity rate application in 
the classification, “same as horses and mules.” Horses 
and mules are not assigned a rating in Southern Classi- 
fication, being covered exclusively by special commodity 
tariffs of the individual carriers. Practically speaking, 
therefore, we are undertaking now, for the first time, to 
establish a classified position for live poultry in the 
classification. In other words, inaugurating a rating that 
has not heretofore existed. : ; 

“There is, of course, no propriety in -the relation be- 
tween live poultry and horses and mules, whether by 
classification or commodity tariffs. There is nothing in 
common, either from a transportation, commercial or mar: 
ket standpoint. ; 

“The Commission has approved the rating we are pro- 
posing on live poultry in several cases. For example, in 
Western Trunk Line territory, 32 I. C. C., 380; also in 
49 I. C. C., 228; again, in I. C. C., 40, decision Jan. 7, 1918, 
the Commission found to be reasonable third class on 
live poultry from Mitchell, S. D., to Chicago and second 
class from Chicago to New York. 

“In Southern territory there are only three lines which 
originate this tonnage to any extent (N., C. & St. L. Ry., 
L. & N. R. R. and Southern Railway in Kentucky and 
Tennessee). The principal markets are Chicago and east- 
ern cities. Incidental to the traffic stop-over privileges 
for picking up lots of poultry to complete car loading 
is allowed by some of the lines at a nominal stop-over 
charge. The carriers pay the poultry car owners a mile- 
age allowance of one cent per mile for the use of the 
cars, 

“The hazard of transportation of live poultry, as I have 
indicated, is very great. When claims occur they are 
usually very heavy. I have records, for example, of four 
claims in June last in Southern territory amounting to 
$4,098.84, or an average of $1,049.21- Also in July last, 
ten claims, totaling $3,004.01, an average of $300.40 each. 

“Live poultry is sold to some extent, of course, in com- 
petition with other meats and it is reasonable, in con- 
sidering this matter from a classification standpoint, to 
take into connection the ratings, risk and tonnage of 
these products as compared with live poultry and also 
with dressed poultry. 

“The general loading in Southern territory of live poul- 
try is 18,000 pounds per car. This is the minimum weight 
prescribed in the classification and is practically the max- 
imum: weight. It is also the capacity of the special 
poultry cars operated by the Live Poultry Transportation 
Company, which is the principal concern in the live poultry 
Car hiring business. 
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; + resh meats, i ing 
try, while moved in refrigerator cium Gee Bem no 
_— the tying up of the equipment to a one-wa git: | 
ese refrigerators are largely used for retur loe eo 
perishables. This, of course, is not the case oie coe “ 
— poultry cars. Herein is a very material deetaatinn 
: m a transportation standpoint between live po ieee 
resh meats and dressed poultry. As I have enki’ te a 
section the practical maximum loading of live. woos 
is 18,000 pounds. A certain amount of feed andl anne 
is permitted to be carried in the cars with live wees 
for maintaining the stock en route. The value gd 
—— ranges from 26c to 36c per pound. roa te 
e circumstances, I have enumerated the relation f the 
rating on live poultry to dressed poultry and oth °F mo 
nag ag. pre and reasonable one. selec 
third class rating is also i 
pared with the ratings on other reece. Regi “which 
the third class rating or higher than third class j rs 
plicable which present less value (risk) and inh rant 
ard; equal or greater loading per standard gs ae 
live poultry in special equipment; equal or Peso Bonet ome 
density per cubic foot of space occupied: requi ht 
expedited or special service and equal or or te pan Fives 
of Ree than live poultry.” ~ — 
r. eadwell submitted an ibi ini i 
trative list of articles he had joensen i 
of this exhibit should be convincing that third é yd 
live poultry, carloads, minimum weight 18,000 nd: = 
an oa low rating. : —- 
es must be kept continuously in mind.” i “ 
ed a — for the scene ‘of — ih 
in this ex ibit is of the ordinary box t 
therefore, utilizable for all general cl ‘a — 
San aan l , asses of freight, 
ene t the case with respect to the live poultry 
_He also made a comparison of the rati 
live poultry, carloads, with the present pr pegs Bane 
perishable or semi-perishable commodities such as we 
nanas, fresh berries, etc., which require refrigerator sa 
ice, in some instances, or ventilator car movement, whi h 
—— ood — =— = involve necessarily a return sina 
. Neither, he said, does’ the refrigerator car ¢ ; 
necessitat th live 
re = return empty haul, as is the case with live 
_ “Tt must be manifest on its face,” sai 4 
live poultry rating proposed of third = Pili Bo 
and indeed low by comparison with other perishables. I 
have not included in these exhibits articles that are rated 
third class in carloads and less than carloads, of which 
there are a great number (such as waxes of various kinds) 
and some articles in the new classification that are rated 
third class in carloads and carry the same or higher 
load minimum weights than poultry—for example eek oy 
furniture wax, carloads, 30,000 pounds; cocoa ettiniie. 
30,000 pounds, the movement of which ‘is not attended “a 
any such risk as poultry. iti 


Less Than Carloads. 


“The present rating on live poultr 
{ y, less than .ca 
is first class. It is proposed to make this rating yes 
first class, the same as in effect in other territories 
saa oe 4 live poultry in less than carloads is 
y limited and what there is i inci 
bie Mn F is principally by express 
“Less-than-carload shipments have been i j 
’ n practically lim- 
ited or reduced very greatly by the establishment aa 
over privileges or pick-up car arrangements, the purpose 
of which is to expedite the handling of the traffic and 
get it in good shape to the markets. The less-than-carload 


to 23%c pound 
for which, in 
meats, fourth 
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live poultry business, of course, is not attractive. The 
pick-up car arrangement, in other words, has for its ob- 
ject the reducing of waste transportation of this highly 
perishable product as much as possible by providing ar- 
rangements whereby a poultry car starts on its journey 
with a part load and fills out at way points on originating 
line and is delivered loaded to connecting line for trans- 
portation to the market instead of localing the live poul- 
try in small lots to concentrating points and moving in 
full cars therefrom. 

“Live poultry in less than carloads is one of the most 
hazardous classes of traffic, as may well be supposed. 
One, if not the principal poultry originating line in South- 
ern territory, has, and has always had, an exception to 
the classification providing for double first class, except 
during winter months, because of the losses that occur 
from the smothering of the fowls in local cars. The ob- 
ject of this exception was to turn the business to the 
express service instead of the railroad going into the 
retail poultry business. 

“Considering the great risk, the small movement, the 
inherent character of the trafic, which is peculiarly sus- 
ceptible to injury and loss, the proposed double first class 
rating is extremely reasonable. 

“Live poultry, less than carloads, is invariably a short- 
haul proposition as contrasted with live poultry, carloads, 
invariably long-distance haul. ‘ 

“The range between the proposed carload and less-than- 
carload rating from that angle alone is more than justi- 
fied. The crates of coops must be loaded so as to afford 
plenty of ventilation and be easily accessible, while, of 
course, no other freight can be loaded either above or 
against the crates of coops. From this standpoint the 
rating is properly comparable with the rating for small 
stock, such as shoats, pigs, lambs, sheep, goats and calves, 
on which the present and proposed rating is three times 
first class, but subject to a minimum charge of $5 for the 
shipment (item 2, page 240). On live poultry no minimum 
charge, however, is proposed.” 


Statement by Seibels 


Chairman Collyer, of the Official Classification Com- 


mittee, was on the stand the entire day October 30 in 
justification of the changes proposed on butter, cheese, 
eggs and dressed poultiy. He was cross-examined by 
Messrs. Seibels, McEwen, Burchmore and others. 

One of the persistent questions was as to whether, if 
the breakage of eggs in transit is reduced, the resulting 
decrease in damage liability should not be reflecied in 
the rates. Mr. Collyer insisted that shippers should ex- 
pect no reward for a reform of this kind—that they would 
merely be fulfilling a public duty. He likened the posi- 
tion of Mr. Seibels on this point to that of a drunken 
man, who has been a charge on the community, expecting 
that community to take care of him after he has become 
a sober man as a reward for his reformation. 

Another question repeatedly asked was as to why there 
should not be the same relationship between live and 
dressed poultry as between the rates on cattle and those 
on dressed meat. Mr. Collyer went laboriously into the 
differences involved, including the difference in the weight 
of the offal, the availability of the cars for return loads, 
and so on. ‘. 

The following statement for the interests he repre- 
sents as to the proposed ratings applying to dairy prod- 
ucts is made by W. T. Seibels, business manager of the 
National Poultry, Butter and Egg Association: 

“We approve of a uniform classification, but we con- 
tend that in adjusting the proposed ratings for dairy prod- 
ucts in any one or all of the several classification terri- 
tories, such adjustment should be made only by consider- 
ing carefully the rate structure affecting all dairy products, 
together with their relation to competitive and analogous 
products. 

“We regard the proposed ratings in Official Classifica- 
tion territory as being of far greater concern to us and 


to the general public than the changes proposed elsewhere- 


for the reason that they affect a much larger portion of 
the total tonnage of dairy than will be affected by pro- 
posed changes in either the Southern or Western classi- 
fication territories. 

“In concurring in the general conclusion that a carload 
rating should be put in for dairy in Official Classification 
territory we do so on the presumption that it will be 
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fixed at the proper Jevel in line with the principle | hay. 
stated. Merely to name some rate as the prope: level] 
is equivalent to selecting at random any rate; to get a 
correct carload rate is like finding the North Star in 
this sea of traffic, for having found it the matter of ¢op. 
rect less-carload ratings is obviously simplified. 


“We point out with regret that those responsible for 
the proposed carload rating in Official Classification ter. 
ritory ignored the fact that in I. C. C. docket 8459 the 
examiner, after an exhaustive investigation, recommended 
third class in straight or mixed carloads. 


“We object to rule 25 being taken as the proper rating 
for dairy carloads in Official Classification territory, Op 
the record it has been shown to be_ unreasonably high 
and of right should not receive further consideration, 

“We protest against the maladjustment as between the 
proposed rating for dressed poultry, carloads, in Official 
Classification territory and the existing rating for liye 
poultry for which no change is proposed, because, we 
contend, that under. this new arrangement the principle 
of rating the raw product lower than the finished, which 
should govern, will have been entirely upset and actually 
reversed in practice. 


“We submit that the proposed less-carload ratings for 
dairy in Official Classification territory are unjust, unrea- 
sonable and discriminatory, and that, unless special care 
be given to fixing the new less-carload ratings, serious 
harm is sure to follow. There are thousands of small 
creameries and medium-sized shippers of other dairy prod 
ucts whose narrow margins will be reduced—whose very 
businesses will be ruined—unless the rates they must pay 
to market their products are adjusted in the proper man- 
ner to the carload rate to be paid by their larger and 
stronger competitors. In the name of all that is fair and 
right let’s try to keep every man who is shipping dairy 
products in the business, and let’s keep every farmer pro 
ducing more and more of them. Don’t discourage. and 
eliminate them by saddling on them an unjust burden 
when their load is already too heavy as to freight rates 
their products must bear. 

“That the proposed ratings for less carlots in Official 
Classification territory Would work harm in many pro 
ducing sections where the dairy yield is not sufficient 
the year round to load straight cars at shipping points 
which must serve’ as the outlet’ for such sections, is not 
only a possibility, but a very real probability, for it is 
axiomatic in practice that the price which the country 
buyer or shipper can afford to pay the farmer, or other 
dairy producer, is limited strictly by the net returns or 
f. o. b. settling basis which the buyer or shipper can in 
turn realize for the product in the larger market centers. 
And it is self-evident that when the less-carlot shipper 
must sell his offerings in the open markef he is in com- 
petition with prcducts which will have borne. the lower 
carlot dairy rate, and the latter will make the market. 
Hence, the higher the rate is made for less carlots, the 
lower must be the price paid to the producer for such 
dairy as must move in smaller quantities than carloads 
so as to adjust the spread between delivered prices when 
the large and the small shipments meet in consuming 
centers. To outsiders this may appear theoretical, but 
to those in our trade it is as plain as daylight, excepting 
only those who refuse to see. In the course of time 
proper refrigeration facilities and concentration rates may 
serve to minimize this positive inequality. But it is in 
the transition period that we fear demoralization among 
a large section of our great industry. The value of dairy 
products is well above a billion dollars a year. The move 
ment within and into Official Classification territory is di- 
vided about half and half between carload and less than 
carload. It is fair to assume that the lower carload rat: 
ing will attract a heavier portion of the tonnage, though 
the best thought in the industry agrees that the less-cal- 
lead tonnage will always be a factor unless it is strangled 
to death by reason of unjust and preferential rates in 
favor of carloads. The flow of these products has beet, 
is, and will continue, in obedience to natural conditions; 
some shippers can only load in carlots during the peak 
of preduction, usually about three months in the year, and 
must ship less carlots until the next period of heavy pro 

“If further proof be required to emphasize our eontel- 
tion that the proposed less-carlot ratings in Official Clas 
sification territory are improper, we point out that they 
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are discriminatory (a) as to products ; (b) as between 
territories. Taking up the first, we invite attention to 
the fact that no changes are proposed for either meats 
or fish, less carlots, in Official Classification territory, 
whereas poultry, directly competitive with both, would 
pay 144 to 1% times first class, which advance is deter- 
mined in degree merely by the style of package and in 
the method of packing. Again, eggs, also more or less 
competitive with meats and fish, are advanced a full class 
despite the fact that the average commercial pack and 
packing of eggs is greatly improved from the transporta- 
tion standpoint now as compared with any previous time. 
The record in I. C. C. 10012 shows by evidence submitted 
by the carriers that out of a total revenue on all egg 
trafic to New York City in 1917, amounting to more than 
$2,000,000, the total claim payments were only $69,000, 
or about 3 per cent claim payments to total revenue. 
As to territory discrimination in these proposed ratings 
for Official Classification territory, we emphasize that no 
changes are suggested in either the Southern- or the West- 
em classification territories, which brings in sharp con- 
trast the unwarranted advances asked for over the pres- 
ent high rates for eggs and poultry in ‘Official Classifica- 
tion territory despite the heavy tonnage, frequency of 
movement and improved shipping facilities, which im por- 
tant factors should make for a reduction instead of an 
advance in the latter. 
“We have established the fact that a logical parity 
exists between the proper ratings between dairy, dressed 
meats, fish and other competitive and analogous: products 
in al] territories except Official Classification territory, and 
the exhibits we have submitted prove this conclusively. 
Why not carry the same reasoning process into the rate 
situation in Official Classification territery? 


“We have shown that, despite the. handicap borne by 
dairy products because of excessive ratings, there is 
actually an increasing per capita consumption, which is 
clearly illustrated by O’Keefe exhibits 543 and 544, Ir- 
refutable government statistics reflected in O’Keefe eXx- 
hibit 544 show that our population is increasing constantly, 
whereas the best which can be claimed for meat produc- 
tion is that it is tending to a horizontal when compared 
with the curves representing population increase and the 
growth of provender for conversion into dairy products. 

“Neither the producer nor the consumer has had a 
yoice in this proceeding, though both of right must be con- 
sidered now or somebody may regret it afterward. I 
want to be on record with the desire to escape the wrath 
of both for failure to consider their needs and their rights 
in disposing of the involved problem before us. I submit 
in all seriousness that whoever fails or refuses to com- 
prehend the entire rate structure relating to dairy in 
arriving at proper rate schedules is taking the narrow 
view and assumes the consequences should the public 
be injured as the result of an unjust indirect tax—the 
proper name for an unwarranted rate increase. 


“Finally, we contend that nothing is settled until it is 
settled right. But the limits prescribed in this proceeding 
unfortunately bar us from a full consideration of all the 
factors such as the universal concentration privilege, stop- 
over privilege and storage in transit privilege. We rest 
upon the presumption, however, that the Commission and 
the Railroad Administration will assent to the early adop- 
tion of these necessary helps to avoid possible demoraliza- 
tion, if not disaster, to a large section of our industry. 

“We urge that if a carload rating be put in for Official 
Classification territory, it be established at a level not 
higher than third class. We pray that no advance be 
made over the current any-quantity rates, which we be- 
lieve will be proper ratings for less carloads in Official 
Classification territory. We also urge that a lower rating 
be made for live poultry, carloads, than is fixed for dressed 
poultry, carloads, fourth class being a fair rating, in our 
opinion.” 


Packers Protest Changes 


The packers were in the limelight at_the hearing Octo- 
ber 31. H. F. Sundberg was put on as a traffic expert by 
Walter McCornack, attorney for the interior Iowa pack- 
ers. Mr. Sundberg is traffic manager of the Cedar Rapids, 
Iowa, Chamber of Commerce and a member of the Chi- 
cago Western District Traffic Committee. 

The principal objection set forth by him was to the pro- 
Posed -arload rating on cured meats, dried, and dry, salted 
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and smoked meats in packages. 
class in Official territory. It .is proposed to make them 
fourth class. His position was that there should be a re- 
lationship (and by relationship he appeared to mean par- 
ity) between rates on the live animal and those on the 
products of the animal. He offered an exhibit showing 
the wide spread between the rates and between the earn- 
ings. There was no sense in such an adjustment, he said, 
and it would cause the kind of discrimination that the 
Commission had condemned in several cases. As to fresh 
salted meats, carload, he thought they should be rated no 
higher than fourth class. He had no objection to the 
minimum proposed. 

In the course of the discussion it was suggested that 
the matter of rate ratings on loose meats, where no change 
is proposed in the consolidated classification, be gone into 
in order that the entire matter might be cleared up at this 
time. The carriers and shippers were both willing and so 
was Examiner Disque, but he was exercised lest it be 
thought he had been unfair in permitting a departure from 
the proceeding laid down in previous rulings—that there 
should be no discussion of anything on which no change 
was proposed. He finally agreed that his present ruling 
was justified by the fact that he permitted different treat- 
ment in the matter of meats from that accorded furniture, 
for instance, for the reason that, as to meats, the carriers 
had been on notice and were prerared to go ahead and 
that all parties were present and willing to proceed. He 
said he was not changing his ruling that evidence should be 
confined to items on which changes were proposed, but 
peice all parties were in agreement the situation was dif- 
erent. 

Mr. Sundberg was asked as to what would be the general 
effect on the packing industry if the consolidated classifi- 
cation were substituted for the Iowa classification. He 
said the Iowa packers would be handicapped on fresh 
pork cuts. Mr. Fyfe said that was just what ought to 
hapren, for the Iowa ratings on fresh pork cuts had been 
disgzracefully low. 

H. W. Davis, of John Morrell & Companv, Ottumwa, Iowa, 
was Mr. McCornack’s second witness. He testified along 
the same lines, answering also some questions from Mr. 
Collyer as to methods of packing. 

C. O. Cornwell, assistant traffic manager of the Cudahy 
Packing Company, was the next witness. His testimony 
was confined to carload ratings. He expounded the theory 
that there should be a relationship between the ratings 
on the animal and those on the product. In spite of what 
he conceived to be the proper system, he said the car- 
riers had come in with a proposal that had in no sense 
taken this relationship into consideration. He read from 
decisions of the Commission to show that his theory had 
the backing of that body. 

These witnesses were supposed to reflect the attitude of 
the Missouri River packers. 


They are now rated fifth 


Witness for Morris & Co. 


Mr. Burchmore put on the stand W. T. Hickergon, in 
charge of the rate department of Morris & Co. His testi- 
mony concerned the same range of articles. L. C. L., that 
had been treated by Mr. Cornwell. In other words, he 
protested avainst the advances propcsed on commodities 
in less than carloads, shown under the headings of “meats, 
fresh” and “cooked, cured and preserved,” on pages 272 
and 273, and lard and lard substitutes, on page 232. items 
4 and 6. He filed an exhibit showing the present and 
proposed ratings in Official, Southern and Western classi- 
fication territories, and made an analysis whith, he said, 
showed that in Official Classification territory, on fresh 
meat and packing house products and lard and lard sub- 
stitutes, in less than carloads, it is proposed to make 
twenty-three advances and eight reductions; in Southern 
Classificition territory, six advances and no reductions: 
in Western Classification territory, seventeen advances and 
four reductions—a total in the three territories of forty- 
six advances and twelve reductions in the L. C. L. ratings 
alone. 

Going further into detail, he first considered the changes 
proposed by the Official Classification Committee. Of the 
four reductions proposed on cooked, cured and preserved 
meats, he said all of these commodities are carried in 
exceptions to the Official Classification, which would have 
the effect of making these merely paper reductions. Of 
the two reductions proposed on lard and lard substitutes, 
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these, he said, were in containers (in glass or earthen- 
ware), that were not shipped by this company. 

In Western: Classification, he said, three of their re- 
ductions were on cooked meat, reduced from first to sec- 
ond class. While there is a constant movement of cooked 
meat, he said, the greatest volume of movement is on 
the cured meats, and lard and lard substitutes, and on 
these commodities seventeen advances were proposed. He 
remarked that in making the reductions on the cooked 
meats when in barrels, boxes, etc., no reduction appeared 
to be contemplated on shipments put up in baskets or 
crates. He considered the basket used by Morris & Co., 
which he said conforms to the note as shown in item 3, 
page 274, just as substantial a container as boxes for 
cooked meats, and that it should therefore carry the same 
ratings as given to shipments in boxes, and, as there 
is so little difference between crates and boxes, shipments 
in crates should also be reduced to the second class basis. 

Another exhibit offered by him showed the contents of 
a car containing seventy-eight actual shipments, and the 
results that would obtain in the event the rates proposed 
were applied on these shipments. This exhibit showed 
the destination of the shipments, description of the com- 
modities and weights, the present charges based on the 
ratings indicated in the current Official Classification, the 
rate per hundred pounds, and the amount of each sep- 
arate shipment; also ratings proposed by the Official Clas- 
sification Committee, the rate per hundred pounds, the 
total charges, the increase in dollars and cents that the 
advances would amount to, and the percentage increase 
and decrease. In practically all cases the reductions he 
said were on cooked meats, while in a few instances there 
were neither advances nor reductions, but he observed that 
the advances approximated 25 and 26 per cent, while such 
reductions as are recorded were only 17 per cent. 

In preparing this exhibit, he said he had based these 
ratings entirely on those shown in the ‘Official Classifica- 
tion, proper, and had not observed exceptions to the Offi- 
cial Classification or the minimum charge rule. He had 
followed this plan for the purpose of illustrating more 
clearly just what the proposed advances would mean. 

Rates indicated under the column. headed “present 
charges” already represent one advance of 15 per cent, 
he said, and another advance of 25 per cent which have 
been given to these commodities the last fourteen months, 
and he said it was now proposed to make an additional 
advance of 25 per cent and 26 per cent on nearly all of 
the commodities contained in the exhibit, to which seri- 
ous objection was made on the ground that an additional 
25 per cent advance is not justified. 

“If the advances proposed by the Official Classification 
Committee are permitted to become effective,” said he, 
“the freight charges on the contents of the car indicated 
in the exhibit will be advanced $10.42, provided the same 
method is used as we employed in making up the exhibit. 

“To illustrate what is contemplated in Western Classi- 
fication territory, we have prepared an exhibit showing 
the advances proposed from Chicago to Kansas City and 
Oklahoma City. It will be observed that on fresh sausage 
in barrels or boxes, in pails or metal cans or in baskets, 
L. C. L., the advances approximate 23 per cent to Kansas 
City and 16 per cent to Oklahoma City; on cured sausage 
in baskets, L. C. L, the advances approximate 44 per 
cent to Kansas City, 20 per cent to Oklahoma City; on 
the other commodities shown on the exhibit under the 
heading of cured meats and on lard and lard substitutes 
the advances to Kansas City approximate 41 per cent 
and to Oklahoma City 23 per cent. 

“We have taken these cities as representative points, 
but the same results will doubtless obtain to* any other 
destination in Western Classification territory. 


“On March 28, 1918, a shipment consisting of. five bar- 
rels of smoked beef was made by this company from 
Chicago to Kansas City, the weight. being 1,321 pounds. 
The fourth class rate of 32 cents per 100 pounds was 
applied and the freight charges amounted to $4.23. Under 
General Order No. 28 the fourth class rate was advanced 
to 40 cents, and if that figure had been applied the charges 
would have been $5.28. It is now proposed to apply third 
class on this commodity. The present third class rate 
to Kansas City is 56% cents, and if this figure is used 
on shipment in question, the charges will amount to $7.46, 
an increase of $2.18, or a further advance of 41 per cent 
over the rate effective June 25, which already represents 
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an advance of 25 per cent, and our contention is that 
no further advances are justified. Our objection applies 
with equal force to all of the advances proposed in this 
exhibit. 

“It is our understanding there are five principles em. 
ployed in classifying commodities—value of the con modi- 
ties, hazard of transportation, bulk, weight and the volume 
of movement. 


“As to the value, we submit that it is proposed to apply 
higher ratings on lower priced commodities, and lower 
ratings on higher priced commodities in the same king 
of packages. This is evidenced by the fact that in Officia] 
Classification territory, third class is proposed on dry salt 
meats in bulk, in barrels or boxes, while it is the intention 
to retain rule 26 on pickled meats in bulk, in barrels, or 
boxes; and in Western Classification territory the dry 
salted meats are to be advanced from fourth to third 
class, while the rating on pickled meats is to remain on 
the fourth class basis, although the sale price of some 
of the pickled meats is more than double the price of 
some of the dry salt meats. Therefore, it is our opinion 
that the valuation feature cuts very little figure in so 
far as cooked, cured or preserved meats are concerned. 

“We contend there is practically no more element of 
risk when shipments of cooked, cured or preserved meats 
are transported in baskets or crates than when in boxes 
or barrels. There is hardly any difference between the 
crates we use and the boxes. About the only thing is 
that the slats-on the crates are not nailed so close to- 
gether as on the boxes, although a great many people 
cannot tell the difference between the two. There is 
certainly not enough difference to make the rating one 
class higher on the shipments in crates. As to the bas- 
kets, there is no question in our minds that the same 
rating should be given shipments when in- baskets con- 
forming to the note specified in item 3, page 274, of the 
proposed consolidated classification, as when in boxes or 
barrels. : 

“These baskets are built especially for meat shipments 
and are composed of two heavy splint basket bottoms 
woven together and at the top has a heavy wooden nail- 
ing frame onto which a solid wooden cover is nailed in 
the same manner as a box. This construction gives the 
package a resiliency and strength to withstand shocks. 
Consequently damage to shipments in this type of con- 
tainers have been, in the past year, very small. All con- 
tainers of over twenty-five pounds’ capacity have ends 
reinforced to withstand crushing strain and can be piled 
to the roof of the car. 

“In Official Classification territory there has not, here- 
tofore, been carried a qualifying note as to basket specifi- 
cations, but inasmuch as this note is carried in the con- 
solidated issue we see no reason why shipments in this 
container should not be rated the same as shipments in 
boxes and barrels. In view of the fact that our crate is 
practically as substantial a container as the box, we con- 
tend the same ratings should be given shipments in crates 
as in boxes. 

“There is very little difference in the weight and bulk 
of any of the commodities shown under the heading of 
meats, cooked, cured, and preserved, and, in view of this 
fact, it is further proof that all the commodities should 
be given the same rating. 


‘It has been stated by members of the classification 
committee ‘that the volume,.of movement enters largely 
into the question of fixing the ratings. We don’t know 
of any commodity that has a more constant movement 
than meats and other packing house products. These 
commodities move day in and day out the year around 
and are therefore entitled to reasonably low rates. 

“The Official Classification Committee proposes to equal: 
ize the carload ratings on cured meats in bulk with cured 
meats in packages by advancing these commodities iD 
packages from fifth class to fourth class, which is the 
bulk rating. In equalizing the ratings on pickled meats, 
loose, with pickled meats in packages, the equalization ‘s 
brought about by reducing the bulk meat to the packed 
basis, or from fourth class to fifth class. We cannot cor 
ceive of any theory in rate-making that would justify 
higher rates on cured meats than on pickled meats. Wé 
have always contended that the same rates should apply 
on bulk meats as on packed meats in carloads, and 4 
fifth class cannot be considered too low for both cured 
and pickled meats, packed, the equalization should be 
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accomplished by reducing the bulk meat to the packed 
pasis on both cured and pickled meats. 


Lard and Lard Substitutes. 


‘Having outlined our objections to the proposed ad- 
yances on.cured and pickled meats, and as lard and lard 
substitutes have been moving on the same basis as cured 
meats, these commodities should naturally continue taking 
the same rates. I might also mention that the Food Ad- 
ministration has fixed the price on crude cottonseed oil 
at 17% per pound f. o. b. mill. This price not,only in- 
cludes the freight from the mill to the refinery, but in- 
cludes the cost of refining,.loss in weight, the cooperage 
in which it is packed and the freight on the finished prod- 
uct from the refinery to destination. Our instructions 
from the Food Administration are to sell lard substitutes 
at 5144 cents per pound over the price it has set on crude 
oil. This differential barely permits us to come out even 
and any increase in freight rates would mean no profit 
on these products. As lard compounds and lard are used 
for the same purpose and compete with each other, and 
as we have endeavored to show no advance should be 
made on the substitutes, naturally no advance should be 
permitted on the lard.” 

Summing up his testimony, it might be said that he 
objected to all the increased ratings, L. C. L., proposed 
in Official territory, and pointed out that the proposed 
reductions are, in many cases, merely paper reductions 
because they are already provided for in the exceptions, 
which would be canceled by the consolidated classification. 

E. M. Medberry, traffic manager of the Indian Packing 
Company, Green Bay, Wis., objected to the proposed sec- 
ond class rating for cured meat in glass in Official Classi- 
fication. It now is rated under rule 26. 


EXPRESS RATE ADVANCE 


The Traffic World Washington Bureau. 


The advance in express rates suggested by the express 
company and disapproved by the Commission through the 
expression by it of a preference for either of two alterna- 
tives, will probably become effective about the first of the 
year. That is the estimate of men who know the mechan- 
ical difficulties that will have to be overcome. The clerks 
are at work on the material needed to recast the tariff 
publications in accordance with the plans the executive 
traffic officials made before they presented the subject to 
the Director-General. \ 

How soon Mr. McAdoo will issue the order making the 
change was not known at the time this was written. His 
statement on the day the Commission gave out its report 
on the plan was taken as indicating an intention to issue 
an order just as soon as he got around to it. Then he 
went on an inspection trip that carried him as far from 
Washington as Duluth and as far west as St. Louis. How- 
ever, his physical absence from Washington does not stop 
the issuance of orders or statements of fact attributed to 
him. 

Whether there will be an immediate challenge of his 
right to issue an order increasing the express rates in the 
absence of an order from the President taking the express 
company under federal control as a “system of transporta- 
tion,’ is also an unanswerable question. Those who in- 
sist that the Director-General has not the right admit that, 
if the Pullman company is a system of transportation, then 
the express company is also a system and subject to seiz- 
ure under the act of August, 1916, under which control of 
the railroads was assumed. That being so, he can easily 
acquire the power. 

There is a disinclination on the part of shippers to 
initiate steps against the express company because it is 
admitted that rising cost has made the life of the express 
Managers an exceedingly unhappy one. 
entiiled to more money. That being the fact, the worth 
of a challenge of jurisdiction is deemed at least debatable. 

In a statement October 26, with regard to express rates, 
Director-General McAdoo said: 

“The Interstate Commerce Commission in its decision 
announced with reference to proposed increase in express 
tates indicates that. the plan proposed constitutes a justi- 
fiable method of dealing with the necessities of the situa- 
tion unless the Director-General should reduce the per- 
ceniage basis of compensation which the express company 
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They admit it is . 
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is to pay the Director-General or unless he should make 
what is in effect a similar change in the contract by pro- 
viding that only half of the proposed increase in rates 
shall be made and that the entire increase thus made-shall 
inure to the benefit of the express company. 

“These alternatives had already been carefully consid- 
ered by the Director-General and the conclusion was 
reached that neither alternative was justifiable in the cir- 
cumstances. 

“The contract between the Director-General and the ex- 
press company provides that the express company shall 
pay to the government for the express privileges accorded 
to it by the Director-General 50.25 per cent of the gross 
revenues from the express business. ‘This percentage rep- 
resents the average which has been paid for ten years by 
the express companies to the railroads, and it is fair to 
assume that this percentage represents what is required 


‘for the performance of that part of the total service which 


has been performed by railroads in the past. Moreover, 
the heavy increases in operating costs on the railroads 
have necessitated substantial increases in freight and pas- 
senger rates averaging probably 25 per cent or more and 
averaging in the case of many passenger rates as much as 
50 per cent. In such circumstances it is clearly unwise to 
make an actual reduction in the basis of the government’s 
compensation for the express privileges accorded to the 
express company for services on passenger trains. By the 
preservation of the present established basis of compensa- 
tion for the express privileges the increase in revenue of 
the Railroad Administration from the carrying of express 
business on passenger trains will be no greater than the 
increased revenue paid for transportation of passengers 
and their baggage and such increase from the express 
business is just as appropriate and necessary as the in- 
crease from the passenger business. 

“Another consideration of first importance is that the 
relatively low rates for transportation of express matter 
have had the effect of transferring to passenger trains the 
transportation, as express, of many articles and commodi- 
ties which ought normally to go by freight. This tendency 
has been accentuated by the substantial increases recently 
made in freight rates. The result of this undue transfer 
of freight matter to passenger trains has been to congest 
and delay the passenger train service. The proposed in- 
crease in express rates will probably fall short of estab- 
lishing a proper relation between express rates and freight 
rates and certainly on this account no less increase in ex- 
press rates than is proposed would be advisable. 

“The entire amount of this increase which will inure to 
the express company is to be used for making necessary 
increases in wages of express employes. The portion of 
the increase which will inure to the Railroad Administra- 
tion will be no more than is needed to provide for heavy 
increases in operating cost fairly chargeable to the express 
business.” 

In substance, the Commission’s report, written by Com- 
missioner Clark, on the application of the American Rail- 
way Express Company for increases in rates high enough 
to bring in nearly $24,000,000, so that it may pay increases 
in wages amouting to nearly half that sum, is regarded as 
advice to the Director-General to allow that increase in 
wages without asking the public to contribute more money, 
unless he is willing to certify that the $11,000,000 needed 
to pay the higher wages would make such a dent in the 
revenues of the railroads as to make him hesitate. It sug- 
gests two methods as preferable to the one suggested by 
the express company. It gives precedence to the method 
suggested by the state commissions, which is that of simply 
changing the percentage of division of the money taken 
from the public so as to give the express company 54.75 
per cent of the total revenue instead of 49.75. 

If that method is not acceptable, then it is suggested 
that there be an increase in rates exactly one-half of that 
suggested by the express company, with the whole of the 
resulting revenue going to the express company. 

If neither method is acceptable, then it is suggested that 
the method of raising the revenue put forward by the ex- 
press company is the one to be used, with its allocation of 
the burden of the expense to the eastern zones, where the 
cost of doing business is the heaviest and the rates the 


lowest. 
From the report, however, the reader is forced to infer 
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that the Commission can see no reason why there should 
be an increase in express rates, producing a revenue the 
larger part of which would go into the treasury of the 
Railroad Administration, which, as pointed out, has not 
even suggested that more revenue than that afforded by the 
increases ordained in General Order No. 28 is needed. 


The fixed percentage method of dividing revenue between 
the railroad and the express companies is characterized as 
“certainly not scientific’ because the express company does 
not pay the railroad company for the service which the 
railroad performs, upon any demonstrably appropriate 
basis. 


The Jast paragraph of the report is deemed of consider- 
able significance, because it goes out of the way to touch 
on something that was not mentioned in the proceedings. 
It says: “No view as to jurisdiction of the initiation of 
the proposed rates has been requested or considered, and 
no opinion on that point is expressed.” 

Obviously, it is pointed out, somebody in the Comnnis- 
sion considered the jurisdictional question long enough to 
suggest the inclusion of a paragraph which amounts to a 
reservation of that question against the time when some- 
one will raise it. In doing that the Commission closed the 
door to a claim that, by passing on the method to increase 
revenue, it held that the Director-General has the right to 
initiate the rates suggested by the express company. Asa 
rule a court does not raise a jurisdictional question. It 
waits for someone who thinks he is about to be hurt to do 
so. The Commission, however, it is believed, was not 
content to follow that rule, but thought it desirable to put 
up a fence for its own protection in the event that, some 
time hereafter, it cared to undertake to call to account 
either the express company or the Director-General, in his 
capacity as a “person (in the language of the act to regu- 
late commerce) engaged in transportation.” 


The jurisdictional question has been debated among at- 
torneys for shippers and state commissioners. Thus far 
no one hag felt constrained formally to raise it, chiefily 
because it is admitted that the express companies have 
been running behind practically all the time since the 
Commission put them on the zone basis of rates instead of 
leaving them on the unscientific looking bases which had 
grown up, just like Topsy. 


The gist of the Commission’s report and the contention 
of the state commissioners at the hearing held at the re- 
quest of the Director-General was that the railroads, since 
the rates ordered by General Order No. 28 went into effect, 
do not need more revenue and that it would be foolish to 
place additional burdens on the public when they could 
be avoided by simply changing the percentage to be used 
in dividing the revenue resulting from the joint enterprise 
between the carrier and the express company. The report 
is printed in full elsewhere. 


Jurisdiction Over Wages, Etc. 


In Supplement No. 9 to General Order No. 27, the Di- 
rector-General gives jurisdiction to the Board of Railroad 
Wages and Working Conditions to hear complaints from 
employes of the express company and advise him as to 
what should be done. The supplement gives the board 
the same degree of control over wages and working con- 
ditions for express employes as it has over the wages of 
railroad employes. Taken in connection with the utter- 
ance of the Director-General in respect to the advance in 
rates, it constitutes indirect notice that the express company 
is a system of transportation that has been taken over 
by the President. The express company, in asking for 
advanced rates, proceeded on the assumption that it was 
to make advances to its men. This supplement makes it 
appear that Mr. McAdoo is going to handle that question 
himself. 


FIFTEENTH SECTION ORDER NO. 870 


The Trafic World Washington Bureau. 


In fifteenth section order issued October 28, on applica- 
tion of Director Chambers, the Commission gave non-con- 
trolled roads the benefits of Generol Order 28 in so far as 
joint rates and fares in connection with controlled roads 
are concerned. Nothing is said in the order about intra- 
state rates, but inasmuch as controlled roads have applied 
Order No. 28 intrastate, the inference is that when Director 
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Chambers publishes joint rates for application via con. 
trolled roads the state commissions will be ignored. 

The order is issued on condition that in the making of 
joint rates non-controlled roads will be treated the came 
as if they were controlled, but this permission is not to be 
regarded as authorizing cancellation of unused mileage or 
outstanding tickets. Changes may be made on one day’s 
notice. 

The fifteenth section order No. 870, that gives the short 
lines the benefit of General Order No. 28, is as follows: 


The United States Railroad Administration, by Edward 
Chambers, Director of Traffic, having requested the Commis- 
sion’s approval for filing by all carriers subject to its jurisdic- 
tion, on one day’s notice, of schedules establishing changes in 
fares, charges, regulations and practices and new fares, charges, 
regulations and practices, applying jointly to passerger traffic 
between points on or via the lines of carriers under Federal] 
control, on the one hand, and points on or via the lines of car- 
riers not under Federal control, on the other hand, as set 
forth in said application, ; 

It is ordered, That carriers be, and they are hereby author- 
ized, except as otherwise ordered herein, without formal hear- 
ing, to make the changes designated below in tariff publications 
in so far as same result in increases in fares or charges: 

- s 

(a) Charges in fares or charges, or new fares or charges, 
that do not exceed the combination of fares or charges on the 
lines of carriers under Federal control, as authoirzed in General 
Order No. 28 of the Director-General of Railroads, and fares 
or charges on the lines of carriers not under Federal con- 
trol. In making such changes in fares or charges, and in 
publishing such new fares or charges, the same general policy 
will be pursued as in the case of similar fares or charges 
applying wholly on lines under Federal control, short line 
fares to be confined to short line routes unless train service 
and traffic and other conditions and circumstances via in- 
direct routes warrant the application of short line fares via 
such routes, a margin of 15 per cent of circuity above the 
distance via the short line route not to be exceeded in such 
application unless exceptional circumstances as to train 
service or other controlling conditions justify a greater degree 
of circuity. With the conditions stated in view, the same 
general policy as to the interchange of passenger traffic with 

¢ carriers not under Federal control that has existed in the 
past will be continued, and as far as is possible such lines 
will be placed on a parity with carriers under Federal control 
in respect of fares, charges and other tariff conditions. 

(b) Cancellation of joint fares or charges via indirect or 
unused routes. In cancelling such joint fares or charges 
~ a policy will be as set forth in paragraph (a) 
1ereof. 

(c) Changes in charges applying for the handling of special 
cars or special trains, or the inauguration of new charges for 
handling special cars or special trains. 

(dad) Changes in routes or honoring conditions in connection 
with through tickets. 

(e) Changes in transfer charges where such charges are 
changed by the transfer company and it is desired to apply 
the revised charges to through transportation. 

(f) Charges in regulations or practices, or new regulations 
or practices, that are made effective on the lines of carriers 
under Federal contrcl and are to be extended to joint pas- 
senger traffic with lines not under Federal control, this being 
desired in order to promote, as far as possible, uniformity in 
the general conditions under which passenger traffic is han- 
dled throughout the country. Changes in regulations o1 
practices contemplated by this paragraph are to be made 
effective hereunder only in connection with tickets or other 
forms of transportation reading jointly between carriers 
under Federat control, on the one hand, and carriers not under 
Federal control, on the other hand, and not in connection 
with tickets or other forms of transportation reading locally 
over the lines of carriers not under Federal control. 

It is further ordered, That the authority herein given shall 
not he construed as permitting the cancellation of any out- 
standirg mileage or other tickets issued in accordance with the 
provision of tariffs lawfully on file with the Commission and in 
effect on the date such tickets were sold, nor the redemption of 
said tickets at a different fare or charge than that provided in: 
said tariffs; 

It is further ordered, That said fares, charges, regulations 
and practices may he established upon not less than one (1) 
day’s notice to the Commission and to the general public by 
filing and postirg in the manner prescribed in Section 6 of 
the Act to regulate commerce. 

And it is further ordered, That the schedules filed under 
authority of this order shall bear on title-pages thereof the 
following notation: 


Increases provided for in this schedule are filed 
on 1 day’s notice under authority of the Interstate 
Commerce Commission’s Fifteenth Section Order No. 
870 of September 26, 1918, without formal hearing. 
which approval shall not affect any subsequent pro- 
ceedings relative thereto. 
The approval herein given is void if the schedule issued 
hereunder is not filed with the Commission within six (6) 
months from the date hereof. 





BUILDING OF FREIGHT CARS. 


In the seven months’ period ending August 31, 4,703 
freight cars of various kinds were built in the railroad 
shops of the country. In the six months’ period to the 
end of June the construction amounted to 4,416. In July 
518 were built and in August 769. 
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SHORT LINE CONTRACT 


The Traffic World Washington Bureau, 


More than 700 short line railroads of the country are 
eligible to make contracts with the Railroad Administra- 
tion under the form of agreement for nominal control 
made by the Railroad Administration and a committee 
from the American Short Line Railroad Association during 
the ten months of their negotiations. Not all the rail- 
roads eligible are members of that association, but they 
will rtceive the benefits, if they care to make contracts. 

It is the attitude of Director-General McAdoo that a 
short line is more of a liability than an asset. There- 
fore, he may not be expected to go abroad seeking to 
compel the short lines to make contracts. It is likely 
that in negotiations between the Administration and the 
short lines, the organization of the Short Line Associa- 
tion will be utilized by the Administration so as to make 
jt unnecessary for representatives of the short lines to 
come to Washington until after they have done, at home, 
the work necessary to put themselves in position to sign 
the agreement. 

In anticipation of the great amount of work that mem- 
bers will request the association to do for-them, President 
Bird M. Robinson, at the suggestion of the committeemen 
who have been working on the contract clauses, has ap- 
pointed regional assistants to the president of the asso- 
ciation, with a view to having that preliminary work done 
without swamping the Railroad Administration. The re- 
gional assistants appointed are: L. S. Cass, receiver for 
the Kansas City Northwestern; W. M. Blount, president 
of the Birmingham & South Eastern; and Ben B. Cain, 
vice-president and general manager for the Gulf, Texas 
& Western. 

It is the intention of the asscciation to call meetings 
of the short line men in the various regions. The country, 
therefore, has been divided and assigned to the supervi- 
sion of the elected regional vice-presidents and appointed 
assistants to the. president. Mr. Blout will have charge 
of South Carolina, Georgia, Florida, Alabama and Missis- 
sippi; Mr. Cain of Texas, Oklahoma, Arkansas and Lot- 
isiana; Mr. Cass, of Missouri, Kansas, Illinois, Wisconsin, 
Iowa, North and South Dakota, Minnesota and the upper 
penisula of Michigan; Sturgis G. Bates, vice-president 
and general manager of the Eastern Kentucky, will have 
charge of Kentucky and Tennessee; T. F. Whittelsey, 
secretary of the association, will have charge of North 
Carolina; Virginia, West Virginia and Maryland; President 
Robinson, of Indiana, southern Michigan, Ohio, and east- 
ern and New England states. Messrs. Cain and Cass, 
jointly, will have charge of the eleven Pacific states. 

The object of this division of the territory is to prevent 
the waste of time of all concerned, by explaining to the 
short line men, at regional meetings, the terms of the 
contract and informing them what must be done before 
a trip to Washington is either desirable or necessary. 
There are certain things that must be done before any- 
thing can be accomplished at Washington. Before a 
short line man can be in position to talk contract he 
must have a list of the division of joint rates; there 
must 
his stockholders to authorize negotiations. If there is 
a receivership, the court and the trust company con- 
cerned must be advised and their consent must be ob- 
tained. They are absolutely essential precedent things, 


the performance of which will not be helped by a trip to - 


Washington for talking with the Railroad Administration 
Officials. 


The trunk lines, in their negotiations with the Railroad 
Administration, were represented by a committee from 
the Advisory Committee of Railroad Executives. 


During the two weeks Director-General McAdoo had the 
contract under consideration he found only two points on 
which to make changes. The most important, from the 
point of view of the short lines, was the provision for 
freedom from per diem payments. That.is contained in 
the sixth section. As written it allowed roads from fifty 
to one hundred miles long, one day freedom from per diem 
and for roads of less than fifty miles, two days. He 
Mace the allowance two days for roads up to 100 miles 
in !ongth and nothing for those longer than that, pre- 
sumably on the assumption that a road having a haul of 
one hundred miles obtains’ a division large enough to 
enalie it to pay per diem. 
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The other change was in the twelfth section. As writ- 
ten, it was an acknowledgment that, for a time, the con- 
tracting road was out of federal control. As written the 
section said the road and properties described “are hereby 
again brought within the terms and under the control of 
the said federal control act.” As changed, it says they 
are “fully brought,” although there may be some who 
decline to believe the contract brings a railroad signing 
it “fully” under the control act. 

The contract is satisfactory to the railroad men who 
formulated it. They are not lawyers, but they believe they 
have an agreement that saves them from ruin. Under it, 
as they analyze its provisions, the company continues to 
operate the property; rates are stabilized, because they 
are made the same as those on trunk lines; it receives 
a supply of cars, locomotives and repairs to them; obtains 
respect for routing instructions or reparation in case they 
are disregarded; it has its differences with trunk line con- 
nections settled by the Interstate Commerce Commission; 
the right to obtain repairs and supplies at prices made 
for the Railroad Administration; it has its tariffs pub- 
lished by the trunk line agencies formerly doing that 
work; it definitely fixes the legal status of the company 
and makes it immune from judicial sale in event of de- 
fault, because courts are forbidden to issue writs against 
roads under federal control and gives it the right to 
exchange passes with the trunk lines. 

Under the eleventh section of the agreement the goy- 
ernment reserves the right to take full possession of the 
property, terminate the contract and make a new one 
giving the road compensation for the use of its property. 
The short line, by the terms of the agreement, gets no 
compensation other than that which it can earn, but the 
moratorium caused by the prohibition against the is- 
suance of judicial writs will enable those that do not 
earn a net to remain in existence to the end of the war, 
at which time if pre-war conditions are restored, the 
officers can make arrangements to “get along” as they 
did before the war. 

In announcing his approval of the contract Mr. McAdoo 
said: F 

“nis contract follows the general principles announced 
by the President at the time he vetoed the short line res- 
olution. It is believed that this will be satisfactory to 
short line owners and will enable them to continue in 
operation as successfully as before federal control. 


“It provides that until] it is necessary for the Director- 
General to exercise control over the short line roads for 
war purposes, they are to remain under the management 
and direction of their owners and are entitled to all the 
revenues and responsible for all expenses and obligations; 
that the rates, fares and charges for transportation serv- 
ices performed jointly by the short lines and the trunk 
lines shall be divided fairly between the Director-General 
and the company. The arbitraries and percentages of 
joint rates received by the short lines on Jan. 1, 1918, 
shall not be reduced, and when joint rates are increased 
the short lines shall receive their proportion of such 
increased rate in the same ratio; that the short lines are 
to receive an equitable allotment of cars (and, where 
feasible, motive power),.and for the equipment furnished 
by the Director-General they shall pay same rental as the 
Director-General pays for their equipment used by him, 
and an allowance of two days’ free time on cars for load- 
ing and unloading is made on lines of road of one hundred 
miles in length or less. 


“Such arrangement shall be made for the routing of 
competitive traffic over the short line as will guarantee 
to it the same amount of competitive traffic as was en- 
joyed for the average of the three years ending Dec. 31, 
1917, and the short line, as far as practicable, is to have 
the benefit of the purchasing agencies of the Director- 
General in the purchase of material and supplies, and at 
the prices paid by him; and have its repairs made at the 
shops of its connecting lines upon the same terms as 
was enjoyed before federal control. 


“There shall be no discrimination against the company 
in the matter of publishing tariffs and routing. Short 
lines will be treated in the same manner as the trunk 
lines, except that nothing in the contract shall be con- 
strued to require the establishment of joint rates where 
joint rates were not in effect at the beginning of federal 
control. . 

“The order of relinquishment issued in June is to be 
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set aside, and the road restored to federal control on the 
basis of the contract, and the right is given to the Director: 
General to take over the operation of the road if in his 
opinion a war necessity arises. 

“The Director-General will formulate definite rules and 
regulations governing exchange transportation which shall 
apply to the short lines without: discrimination.” 

‘khe contract is as follows: 


This agreement, made this .......... day Of .....-++++++, 1918, 
between William G. McAdoo, Director-General of Railroads 
(hereinafter called the Director-General), acting on behalf of the 
United States and the President, under the powers conferred on 
him by the Proclamation of the President, hereinafter reterred 
to, and the ,............... Company, a corporation duly organ- 
ized under the laws of the state (S) Of .....eeeeeeeeeeeees sicaier nos 
(hereinafter called the Company): 

Witnesseth that— 

(a) Whereas, by a Proclamation dated December 26, 1917, 
the President, acting under the powers conferred on him by the 
Constitution and Laws of the United States, by virtue of the 
joint resolutions of the Senate and House of Hepresentatives 
bearing date April 6 and December 7, 1917, respectively, and 
particularly by virtue of Section 1 of the Act of Congress 
approved August 29, 1916, entitled ‘“‘An Act making appropria- 
tions for the support of the Army for the fiscal year ending 
June 30, 1917, and for other purposes,’”’ took possession of and 
assumed control at 1 o’clock noon on December 28, 1917, for 
war purposes of certain railroads constituting a system or sys-. 
tems of transportation (not including the railroad of the Com- 
pany described herein),.and appointed W. G. McAdoo, Director- 
General of Railroads; and : 

(b) Whereas, the Act of Congress called herein the Federal 
Control Act, approved by the President March 21, 1918, brought 
under Federal Control the railroad hereinafter described under 
the following provision: ‘‘That every railroad not owned, con- 
trolled or operated by another carrier company, and which has 
heretofore competed for traffic with a railroad or railroads of 
which the President has taken the possession, use and control, 
or which connects with such railroads and is engaged as a 
common carrier in general transportation, shall be held and 
considered as within ‘Federal control,’ as herein defined, and 
necessary for the prosecution of the war, and shall be entitled 
to the benefit of all the provisions of this Act;’” and 

(c) Whereas, by Proclemation, dated March 29, 1918,, the 
President, pursuant to said Federal Control Act, authorized the 
said W. G. McAdoo, as Director-General, either personally or 
through such divisions, agencies or persons as he may appoint, 
and in his own name or in the name of such divisions, agencies 
or persons, or in the name of the President, to make with the 
carriers, or any of them, such agreements as may be necessary 
and expedient respecting any matter concerning which it may 
be necessary or expedient to deal and to make any and all con- 
tracts, agreements or obligations necessary or expedient in con- 
nection with the Federal control of such railroads as fully in 
all respects as the President might do. n F 

Now, therefore, the parties hereto, each in consideration of 
the agreements of the other herein contained, do hereby cove- 
nant and agree to and with each other as follows: 

Section 1. (a) This agreement shall be binding upon the 
United. States, the Directer-General and his successors, and 
upon the Company, its successors and assigns; and : 

This agreement shall not be construed as creating any right, 
claim, privilege or benefit against either party hereto in favor 
of any state or any subdivision thereof, or of any individual 
or corporation other than the parties hereto. 

(b) Wherever in this agreement the words “Director-General” 
are used they shall be understood as designating William G. 
McAdoo, or such other person as the President may from time 
to time appoint to exercise the powers conferred on him by 
law with relation to Federal control. 

Section 2. The Company’s said railroad affected by this agree- 
ment shall be considered as including the following roads and 
properties: 


Section 3. (a) The Company accepts the terms and condi- 
tions of said Federal Control Act and the terms of this agree- 
ment, and expressly accepts the covenants and obligations of 
the Director-General in this agreement set out and the rights 
arising thereunder in full adjustment, settlement, satisfaction 
ahd discharge of any and all claims and rights, at law or in 
equity, which it now has or hereafter can have against the 
Director-General of Railroads, or against the United States by 
virtue of anything done or omitted, pursuant to said Act or by 
virtue thereof. 

This is not intended to affect any claim said Company may 
have against the United States for carrying the mails or for 
other services rendered not pertaining to or based upon the 
Federal Control Act. : 

(b) The Company, on its own initiative or upon the request 
of the Director-General, shal take all appropriate and necessary 
corporate action to carry ut the obligations assumed by it in 
this agreement or lawfull¥ imposed upon it by or pursuant to 
the Federal Control Act. 

Section 4. It is expressly agreed and understood that the 
possession and use of the railroad property herein described 
subject to the right to the Director-General to take the said 
property into actual possession as hereinafter provided, as a 
war emergency, shall remain in the Company, and the Company 
shall continue to operate the same, and all revenues accruing 
from the operation thereof shall belong to the Company, and 
all expenses arising out of or incident thereo, and all taxes of 
whatsoever character imposed_ therein, or upon the Company, 
shall be paid and borne by the Company, it being expressly 
agreed that unless and until the. Director-General shall as a 
war necessity take over the actual possession and operation of 
said railroad, that he assumes no obligation for the payment 
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of any expenses or charges in connection therewith, nor of any 
risk or accident in connection with the operation or control 
of said. property. 

Section 5. All rates, fares and charges for transportatio» sery- 
ices performed jointly by the Company and any transpo, tation 
system in the possession of, and operated by, the Directo: -Gen- 
eral, shall be divided fairly between the Director-Gene: 4] and 
the Company. It is agreed that the arbitraries and perc: tages 
of joint rates, both passenger and freight, received jy the 
Company as of January 1, 1918, shall not be reduced, and when- 
ever joint rates have been or shall be increased, the Company 
shall receive as its proportion of such increased joini rates 
amounts in the same ratio as its arbitraries or percentages bore 
to the joint rates before they were increased. 

Section 6. The Company shall receive an equitable allotment 
of the cars (and, where feasible, motive power) in the posses- 
sion or under the control of the Director-General. ior the 
equipment thus furnished it shall pay the per diem rentals now 
in effect or as they may be established from time to time by 
the Director-General, and like rentals shall be paid by the 
Director-General to the Company for any of the Company’s 
equipment used by him. Provided, however, that ther« shall 
be a time allowance on roads one hundred miles or less in 
length of two days. 

Section 7. Such arrangements shall be made for the routing 
over the Company’s line of competitive traffic as shall insure 
to the Company in any month the same proportion of such com- 
petitive traffic as it had of the total of such traffic for the 
average of the three years, counting the fiscal years of 1915, 
1916 and 1917, taking into account both class and quantity of 
tonnage, it being understood and agreed that if in any month 
such ———— of competitive traflic delivered to the Company 
shall be less than that based on the average for the thice year 
period, that the Director-General will, within 60 days after the 
close of any such month, deliver such additional amount of 
competitive traffic as shall make up the required amount. 

Section 8. If differences arise as to any matter arising under 
this contract, either party may refer the question to the Inter- 
state Commerce Commission, and its decision shall be final and 

inding. 

Section 9. The Company shall have the right to use, so far 
as practicable, the purchasing agencies of the Director-General 
in the purchase of materials and supplies at the prices which 
the Director-General shall pay therefor, and have its repairs 
done in the shops of its connecting lines to the same extent 
and upon the same terms as was enjoyed before Federal control; 
where roads have heretofore not had the repairs done at the 
shops of the connecting line, but at private shops which have 
since been closed, they may have their repairs done at the shops 
of the connecting line upon fair terms.. ‘ 

Section 10. There shall be no discrimination against the Com- 
pany in the matter of publishing tariffs and routing. In all 
publication of rates, tariffs and routing, covering the territory 
in which the Company’s road is situated, the Company shall be 
treated in the same manner as the trunk lines, except that 
nothing in this section shall be construed to require the estab- 
lishment of joint rates where joint rates were not in effect 
at _ the commencement of Federal control. 

Section 11. It is expressly agreed that if in the opinion of 
the Director-General of Railroads, a necessity shall arise mak- 
ing it necessary or desirable for any purpose connected with 
the war, for the Director-General to take into his own hands 
the possession, control and operation of said railroad and the 
properties herein described, he shall have the right to do so. 
In such event this contract shall be terminated and a new con- 
tract made providing for the payment of compensation as pro- 
vided by the Feleral Control Act; or if it becomes necessary in 
his opinion to issue any orders or directions to said Company 
affecting the movement of troops or war supplies, said Company 
shall obey such orders or directions. 

Section 12. In view of the foregoing covenants and agree- 
ments, and subject thereto, the order of relinquishment issued 
on the .......... day of June, 1918, is hereby rescinded and set 
aside as of the date when the same was issued; and the said 
railroad and the properties herein described are hereby fully 
brought within the terms and under the control of the said 
Federal Control Act, the same in all respects as if the said 
order of relinquishment had not been issued. 

Section 13. The Director-General will formulate definite rules 
and regulations governing exchange transportation, which rules 
and regulations shall be made applicable to the Company with- 
out discrimination. 


SCALE FOR LIGNITE 


The Trafic World Washington Bureau. 


The Railroad Administration has authorized the publica- 
tion of a scale for lignite from mines in North Dakota to 
destinations in South Dakota and Minnesota the same as 
the scale applicable on the same commodity in Texas. It 
begins with a rate of fifty cents for the first twenty-five 


miles, with ten cents added for each twenty-five-mile steD- 


up to 350 miles and then ten cents for each fifty-mile step 
thereafter. 

This matter has been hanging fire for a long time. In 
February, Senators Nelson and McCumber took it up with 
the traffic officials. The senators claimed to have received 
a promise of immediate action, but if they had what they 
thought they had the authorization of the scale was not 
forthcoming until a short time ago. Then the traffic offi- 
cials said they would put in the Texas lignite scale, which 
was lower than that in use in North Dakota, if the rates 
were satisfactory to the South Dakota and Minnesota com: 
missions. Inquiry was made of them. When they assented 
the western traffic committee was instructed to prepare 
the necessary tariffs. 
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EXPRESS SERVICE DUPLICATION 


-Editor The Traffic World: 


Referring to the statement of President Taylor during 
the express rate hearing in The Traffic World of October 
12, 1918, regarding the economies resulting from the ‘con- 
solidation: 

We wish to say that there seems to be something lacking 
in the system’of delivery in Los Angeles, and it is probably 
the same in other cities. We have on an average of about 
five deliveri@s per day and each wagon will deliver from 
one to three packages, including a delivery between the 
hours of 5 and 6 p. m. 

We do not understand why these loads cannot be con- 
solidated and thereby eliminate a great deal of uncalled 
for expense. We also know of some districts in the down- 
town section where two or three wagons will make pick- 
ups in the same block at about the same time. 

We can see no just reason for the delivery between 5 
and 6 p. m., as the goods are received too late that day 
for sale and could’ be delivered the following morning. 

We believe that an investigation should be made rela- 
tive to this duplication of service such as exists in this 
articular case, before any advance should be allowed in 


rates. 











Frank J. Hart, 
‘Southern California Music Co. 
By A. C. Thompson, 
Traffic Manager. 


Los Angeles, Cal., 


CONSERVATION OF PAPER 


Editcr The Traffic World: 

I notice in your issue a short paragraph mene conserva- 
tion of paper. As there should be conservation in nearly 
all lines of business, why not have a conservation in Sun- 
day newspapers? We have to conserve on gasoline on Sun- 
days to help.win the war. Now the Sunday newspapers are 
$0 per cent trash and most of the Sunday papers are print- 
ed through the week and consist of comic pictures, patent 
medicine advertisements, society news, scandals, fiction, 
sporting news, ete., which the public can get along with- 
out, so why wouldn’t it be a good idea to discontinue pub- 
lishing Sunday papers for a while? People would then 
go to church or read the Bible in place of cheap advertise- 
ments mentioned above. 


October 19, 1918. 


Geo. H. Wilbur. 


Milwaukee, Wis., October 16, 1918. 


ROUTING VIA A SHORT LINE 


Editor The Traffic World: ; 
Permit me to refer you to editorial appearing in The 


Traftic World, Saturday, October, 19, under the heading, 
“Announcing the Obvious,” especially to the second para- 
graph thereof wherein you state, among other things, that 
“if the railroad receiving the car chooses to send it by 
some other route, the shipper cares nothing. He is in- 
terested only in the rate.” 

I am satisfied you have not intentionally tried to in- 
crease the burden of released short lines, but, nevertheless, 
your statement is misleading and quite likely to have this 
effect for the reason that a shipper rarely designates rout- 
ing via a short line for the benefit of securing a lower 
rate. He designates “short line” routing because the short 
line has probably solicited the business or because either 
the shipper or the consignee has instructed that such short 
line -eceive a haul on the traffic, and the consignee or the 
shipner, or both, as well as the short line interested, are 
all desirous that the traffic move as routed by the shipper. 
Your statement that the shipper “is only interested in 


the rate” is not true and by no means fair to the non-con- 
trolled short lines, especially at this time, when the solici- 
tation by such lines, under present working arrangements, 
is very frequently interfered with. Furthermore, and re- 
verting to the first paragraph of your article;-permit me to 
state that as one fully appreciating the difficulties under 
which relinquished short lines are working at this time, 
the circular referred to (which, I take it, is that issued 
by Regional Director Markham, appearing on page 760 
of this issue) is not only a direct expression from the Rail- 
road Administration of its desire to be fair in every re- 
spect with such released properties, but is also of inestim- 
able benefit in connection with the working conditions of 
such released properties at this time, owing to the wide 
distribution given it to railroad people and the shipping 
public alike. 

The point I want to bring out is that up until recently it 
was generally supposed that government-controlled lines 
had the authority, when they saw fit to do so, to divert 
tonnage away~from non-controlled lines regardless of the 
fact that the bills of.lading and the waybilling carried spe- 
cific routing via such short line, and as the short lines 
live on the results of their own efforts in this direction, it 
has naturally had the effect of diverting from such lines a 
considerable volume of traffic; consequently, the issuance 
of Regional Director Markham’s circular, which has been 
-reproduced by Regional Director Bush, in connection with 
the protection of short lines in this respect, clears up any 
misunderstand'ng as to the Administration’s desires with 
reference to this feature. 

G. L. Oliver, G. F. & P. A., 
Ft. Smith & Western R. R. and St. Louis, El Reno & West- 
ern Ry. 

Ft. Smith, Ark., October 29, 1918. 


RATES IN SOUTHWEST 


The following letter, which is self-explanatory, is written 
under date of October 26, to the Dir: ctor-General of Rail- 
roacs ky Gregory & Beals of Little Rock, Ark.: 


“It has come to our attention that the Shreveport Cham- 
ber of Commerce has filed with you resolutions wherein 
they are objecting to any rate adjustments in the south- 
west at the present time, on the grounds that they fear 
any changes in the present rate structures will tend to 
unsettle business conditions and imperil that confidence 
necessary to the maintenance of financial integrity and 
seriously crippling its ability to subscribe to the govern- 
ment calls in the future. 


“We wish to protest against the matters and conditions 
subscribed to by the Shreveport Chamber of Comme:ce, 
as being entirely at variance with the facts and conditions 
obtaining in Arkansas, and especially in the southern part 
of the state bordering on Shreveport-Texarkana territory. 

“The rate adjustments in Arkansas, at the present time, 
discriminate unjustly against the smaller jobbing centers 
and in favor of Pine Bluff, Little Rock, Texarkana and 
Fort Smith. The Interstate Commerce Commission has 
already said in the Memphis case that the rates to south- 
ern Arkansas are unjustly discriminatory. This case, 
however, has been indefinitely postponed and the discrimi- 
nations have not been removed. 


“At the present time we have petitions before the St. 
Louis District Freight Traffic Committee asking tor re- 
adjustments of the general commodity rates and grain 
and grain products rates from Kansas City, St. Louis, New 
Orleans, ete., to Arkansas points. In these cises we are 
not asking that undué advantage be given any particular 
shipper, city or locality, but that all be given equal rates 
mile for mile, preferential rates for none. 

“If any shipper, city or locality is enjoying preferential 
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rates over its competitor, such discrimination should be 
removed at once. The ironing out of maladjustments in 
freight rates at this time should rather have the effect 
of stabilizing business and enable our shippers to meet 
the calls of the government to a greater extent, rather 
limiting their efforts, as intimated by the Shreveport 
Chamber of Commerce. 

“Where there are unjust discriminations in freight rates 
they should be removed and we sincerely trust that the 
Railroad Administration will not take any action that will 
deprive the shipper from bringing these matters to the 
attention of the Administration, and where such unjust 
— is shown to exist, that immediate relief be 

ven.” 


TICKET-SELLING SCHOOL 


A new method -of training ticket agents has been em- 
ployed at the LaSalle Extension University, which received 
word from Washington several months ago that railroad 
ticket sellers would not be exempt and that women would 
replace them as the men were drafted. It immediately 
started resident classes for women ticket sellers. Two day 
classes and one night class were opened in the midsummer 
and completed in October. About fifty students in all were 
accepted for training. They averaged around thirty years 
of age. Some of them had had considerable business ex- 
perience. 

The work was conducted by Perry A. Marr. He began 
his railroad career as a clerk in the general passenger 
office of the Illinois Central Railroad; from that he was 
promoted to city passenger and ticket agent at Cincinnati. 
For four years he covered the Cincinnati territory as 
traveling passenger agent. His next move brought him 
the title of district passenger agent of the Illinois Central, 
in which capacity his territory was enlarged to include 
Cleveland and Pittsburgh, as well as Cincinnati. The next 


promotion brought him back to Chicago, where he re- 
mained as division passenger agent until, after eighteen 
years of practical railroading, he joined the staff of the La- 


Salle as instructor of passenger traffic. 

For the practical teaching of the work, a complete ticket 
office, with tickets, case and counter, was installed. Official 
guides, local, interdivision and joint tariffs were obtained 
in sufficient numbers so that each student had one of each 
in class, in addition to an Official Guide for home study. 

It is generally believed that the average woman has a 
poor sense of direction. The first two weeks weredevoted 
entirely to railroad geography and time-tables. First, the 
initial lines through the various gateways were taken up; 
then schedules and equipment to and through the gate- 
ways;. and later, connecting lines and through schedules 
and equipment. Special attention was paid the student in 
connection with the importance of correctly reading the 
characters in time-table work, such as “Daily except Sun- 
day,” “Sunday Only,” “Special Stops,” ete. 

The next subject was rates, and it was treated in the 
following order, war tax being included in each case: Lo- 
cal—local interdivision, ditto with surcharge through and 
to junctions; interline—coach, with surcharge through and 
part way; combination fares—local and interline; special 
fares; Pullman fares; war tax minimums for section, draw- 
ing-room, etc. 

In order that the student might visualize the various 
roads and gain a better knowledge of junctions, skeleton 
maps of the United States and Canada, with only outlines 
of state borders, were furnished. Routings as shown in 
Chicago sheet to farthest destinations east, west, north and 
south were traced and junctions filled in. Thus each stu- 
dent virtually made a railroad map and at the same time 
acquainted herself with permissible routings and inter- 
mediate junctions. 

A stock of local, interline and Pullman tickets was ob- 
tained over eastern, southeastern, western, southwestern 
and northwestern roads and were taken up in the same 
order as rates. 

Some of the students were frequently called on to go 
behind the counter and issue tickets to various destina- 
tions. In the meantime the remainder of the class also 
figured and checked the rates. On completion, the tickets 
were examined for error and then passed on for inspection 
by the class. 
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To keep up in timetable work, students were recuireg 
to look up at home schedules to a number of the desting. 
—— that tickets were sold to in class and over varioug 
routes. 


Ticket accounting as it ig done by some representative 
roads was demonstrated, but this was not given as much 
time as most of the other subjects. 


Last but not least, deportment and personal appea rance 
was treated through the entire course as a subject of im. 
portance to the success of the future ticket agent. 

It is the instructor’s belief that women ticket sellers 
will make good. 


PRESS AGENT STUFF 


(Continued from page 836) 

think that government ownership has changed rail- 
road employes into a gang of thugs. We think they 
are much as they were before—some of them gentle- 
men and some of them not—but we do believe that the 
tendency of taking the roads out of private hands and 
out of competition is to alter to an appreciable ex- 
tent, perhaps not the courtesy of railroad employes, 
but the attention such of them as come in contact with 
the public give to patrons. This is for the simple and 
economically sound reason that the desire to get new 
business and retain old customers is the controlling mo- 
tive for the attention a seller bestows on a buyer ora 
prospective buyer, and without the factor of com- 
petition that reason vanishes. This condition can be 
affected to some extent by the efforts of the “higher 
ups” if they keep everlastingly at it and make the de- 
sired policy fully understood, but it can never be en- 
tirely overcome. Good service is attendant on com- 
petition. 

We think Mr. Price is unfair in what he says as to 
some people forgetting the exigencies of war, assuming 
that the government. is omnipotent, and being disposed 
to be more, rather than less, exacting in demanding 
perfection of service from the railroads under govern- 
ment control. If he means by “some people” the small 
minority that is always in evidence on any side of any 
question, then what he says is within the bounds of 
truthfulness, but if he means to convey the idea that 
there is any considerable portion of the public that 
takes that attitude, we say he is wrong. It has been 
our experience that the public has borne cheerfully, as 
it ought to bear, the inconveniences in transportation, 
as in other conditions caused by the necessities of war, 
and that this forebearance, as far as the railroads are 
concerned, has extended not only to inconveniences 
that are necessary, but also to those that seem entirely 
unnecessary. Indeed, one hardly ever hears a com- 
plaint from a traveller on a train that some other does 
not rise to explain that this is a time of war and that 
discomforts are to be accepted cheerfully. Such dis- 
satisfaction as exists in any appreciable quantity, we 
have observed, is based entirely on the ills that sober 
and reasonable thought find to be unjustifiable, even 
on account of the war. 





& seme 


Mict 
a ship 
shorta 
shows 
consig 
after ‘ 
to do 
traced 
on the 
upon 1 
contra 
of filir 
loss 01 

Ans’ 
claims 
six m¢ 
shall 
after | 
that tl 
writin; 
day. 
dition 
the cl 
within 
Y.) 42 

The 
carrie! 
afford 
detern 
or inji 
the pu 
years | 
edy sh 
tation 
claim. 
App., i 
which 
plied 1 
compa 
30 day 
sufficie 
known 
held t! 
shipm« 
bility 
of the 
delay 
claim. 
and tl 
strict 
claim 
cannot 


materi 
Trans] 
ordere 
car wi 
get int 
have } 
the act 
to full 
pounds 
could | 

Ansy 
the “2 
This r 
missio; 
follows 


0. 18 


lired 
‘tina, 
rious 


ative 
ouch 


ance 
im- 


llerg 


November 2, 1918 


Legal Department 


In this department a legal expert answers simple questions relating 

to the law of interstate transportation of freight. eaders desiring 

ial service by immediate answer may obtain privately written 
answers to their inquiries by the payment of a small fee. 


Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


* 
Filing Suit Conditioned on Filing Claim. 


Michigan.—Question: Please advise the following: If 
a shipment is delivered in bad order, or upon arrival a 
shortage is found to exist, and notation on expense bill 
shows shipment received in bad order, or short, and the 
consignor or consignee proceeded to trace shipment, but 
after a diligent effort to have shipment delivered, failed 
to do so, and during the time that shipment was being 
traced the expiration of the four months’ time as allowed 
on the bill of lading for filing claims expired, carrier there- 
upon refused to accept claim, referring to that clause of 
contract;. would not complainant be entitled to privilege 
of filing suit in any court within two years from time of 
loss or injury to shipment? 

Answer: The uniform bill of lading provision is that 
claims for loss or damage must be made in writing within 
six months after delivery of the property, and that suits 
shall be instituted only within two years and one day 
after delivery. It will be noted that the phraseology is 
that the owner must do two things; first, give notice in 
writing, and, second, bring suit within two years and one 
day. Where suit is brought, the right to do so is a con- 
dition precedent to a compliance with the stipulation that 
the claim fcr loss or damage has been filed in writing 
within six months. Hirshberg vs. Dinsmore, 12 Daly (N. 
Y.) 429. ‘ ‘ 

The purpose of filing a notice of claim is to apprise the 
carrier that the goods have been lost or damaged, and to 
afford him an opportunity to make an investigation and 
determine for himself the conditions under which the loss 
or injury occurred, and his liability for the same. While 
the pu.pose for requiring the suit to be brought within two 
years and one day is to prescribe a time in which the rem- 
edy shall be limited—it simply prescribes a period of limi- 
tation that affects the remedy, and not the merit of the 
claim. In the case of Adams Express Co. vs. King, 3d Ill. 
App., in an action to recover for the loss of a package, to 
which the company pleaded that plaintiff had not com- 
plied with a condition of the contract providing that the 
company should not be liable unless claim be made within 
30 days after the loss, the court said that the plea was 
sufficient, though it did not allege that the condition was 
known and assented to by plaintiff. Formerly the courts 
held that when the carrier consumed time in tracing the 
shipment, prior to the time that its exemption from lia- 
bility had attached and become a vested right by reason 
of the failure of the owner to present claim, that such 
delay would extend the time for the shipper to file his 
claim. But under the act to regulate commerce, the courts 
and the Commission held that the stipulation must be 
strictly adhered to, and that the shipper must file his 
claim within the stipulated time, and that the carrier 
cannot waive the same. 


Two Smaller Cars in Lieu of One Larger Car Ordered. 


N. C—Question: Car order placed with transportation 
company for car 36 ft. long, standard inside dimension, 
which js 8 ft. 6 in.x8 ft., for shipment of carload of finished 
material for Newark, N. J., taking 34,000-pound minimum. 
Transportation company failed to furnish 36-ft. car as 
ordered, but instead placed a smaller car; this smaller 
car we loaded to full visible capacity, but only able to 
get into car net weight of 28,100 pounds. Would we not 
have recourse by claim for refund of the difference in 
the actual weight of 28100 pounds contained in cir loaded 
to full visible capacity as against the minimum of 34,000 
Pounds for such shipment, which minimum weight we 
could have gotten into car if furnished as ordered? 

Answer: On the facts submitted it would appear as if 
the “2 for 1” rule applied on the shipment above described. 
This rule is announced by the Interstate Commerce Com- 
— in rule 339, Conference Rulings Bulletin 7, as 

ows: 
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“That the act of a carrier in furnishing two smaller 
cars in lieu of the larger car ordered by a shipper under 
appropriate tariff authority is binding, at the rate and 
minimum applicable to the car ordered, upon all the car- 
riers that are parties to the joint rate under which the 
shipment moves from the point of origin; the shipper is 
entitled to all privileges in transit, to reconsignment and 
to switching at the same charges as would be applicable 
under the joint tariff had the shipment been loaded into 
one car of the capacity ordered; and demurrage charges 
likewise accrue on that basis. If the shipment goes be- 
yond the point to which the joint rate applies, the con- 
necting line or lines are entitled to and should collect 
their transit, reconsigning, switching and demurrage 
charges as provided in their own tariffs. In all cases the 
initial carrier will be liable for such additional charges 
as may be imposed on the shipper by reason of its failure 
to furnish a car of the capacity ordered.” 

If the carrier fails to provide in its tariff a rule to the 
effect that when a larger car is furnished in lieu of a 
smaller car ordered, charges shall be assessed on the 
marked capacity of the car ordered, its action would be 
unjust and unreasonable and the Commission could allow 
reparation. Cutler-Magner Co. vs. M., St. P. & S. S. M. 
Ry., 47 I. C. C., 250. 


Freight on Duplicate Shipment. 


Michigan.—Question: A carload of hollow building tile in 
interstate movement damaged in transit through causes 
for which carrier admits liability. To complete structure 
for which tile was purchased it is necessary to, replace 
portion of tile, which wes done at L. C. L. rate and 
chargcs prepaid. Claim made cn basis of cost of material 
plus freight on replacing shipment declined by carrier, 
who uses this language: “Our general attorney advises 
us that we cannot legally refund this amount * * #* 
and that all we can pay is the value of the material, plus 
the portion of the freight charges based on the carload 
rate from origin to destination.” 

This would leave us outstanding the difference between 
the L. C. L. and C. L. rates on the replacing shipment, 
which is mcre than the value of the material, in most 
instances. Will you kindly define measure of damage we 
can collect in an early issue? 

Answer: Formerly the courts held that recovery for 
loss or injury to goods should be based on their value at 
destination and, in such circumstances, freight charges 
not paid were deducted, while, if they had been paid, the 
plaintiff could not recover the amount so paid in addition 
to the value of the goods. Michie on Carriers, Volume 1, . 
section 1073. In the case of Lago Marsino vs. Pacific 
Alaska Navi. Co., 170 Pac. Rep. 368, the Supreme Court 
of the state of Washington said that in fixing the measure 
of damages, freight charges should be deducted from the 
value cf the goods at the time and place of delivery, if 
due and unpaid. So that a carrier was entitled to its full 
charge on lest or damaged sh‘pments, although occurring 
through the fault or negligence of the carrier. 

But now by contract the amount of any loss or damage 
for which the cuirrier is liable is computed on the basis 
of the actual value of the property at the place and time 
of shipment, including the freight charges, if paid. Thus 
the present bill of lading places the value at point of 
shipment, and includes the freight charges, if paid, or, if 
not paid, does not permit the carrier to deduct them from 
the value of the gocds. But if the shipper entered into a 
-ntract of affreightment with the carrier on the basis 
of limiting the carrier’s liability for*loss or damage to the 
value of the property at the place and time of shipment, 
this would be the amount to which the carrier is liable, 
plus prepaid freight charges on the shipment covered by 
such bill of lading. The contract not providing that the 
carrier will replace the portion of a damaged shipment 
and carry it free of charge, and assuming that it has not 
provided such a rule in its published tariff. it is not legally 
responsible for the difference between the L. C. L. and 
Cc. L. rates on the replacing shipment, and its oblivation 
is merely to pay the value cf the damaged shipment plus 
the portion of the freight charges accruing thereon based 
on the carload rate from point of origin to destination. 


Freight Allowance on Shipments Returned for Repairs. 


W. Va.—dQuestion: In July, 1917, we had shipped from 
Schenectady, N. Y., three generators, consigned to our cus- 
tomer at Mount Vernon, O., same to be placed on shaft 
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for our gas engines at that point and then forwarded, 
with the machinery complete, to us at Charleston, W. Va. 
The shipment arrived at Charleston in a damaged con- 
dition. We immediately forwarded the damaged parts to 
Schenectady, N. Y., as that was the only point at which 
shipment could possibly be repaired. : 

After repairs were made and shipment returned to us 
we filed claim against the railroad company for damages 
to generators, plus freight charges to and from Schenec- 
tady, N. Y. The railroad pays claim for damage, but 
declines freight charges, stating that they are willing for 
us to amend claim on basis of freight to and from Mount 
Vernon, O., quoting us the following: 

“Item No. 2070, Eugene Morris, Freight. Tariff No. 130-J, 
exceptions to Official Classification as follows: ‘If dam- 
aged while in transit and when returned to original point 
of shipment on lines of railroad named in tariffs as issu- 
ing carriers, such property would be carried free by these 
companies to point of shipment, or to such junction point 
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of shipment, provided it is returned by the route and line 
over which shipment originally moved.’ ” 

We are outstanding freight charges to and from Sche. 
nectady, N. Y. Are carriers liable for charges incurreq 
over and above Mount Vernon, O., rate? 

Answer: In the absence of tariff regulation above 
quoted, a carrier would not be liable for any freight 
charges incurred by reason of returning the shipment for 
repairs. See our answer to “Michigan,” above published, 
’ By reason of the tariff regulation duly published iy the 
carrier over whose line the particular shipment moved, 
the free transportation is expressly restricted to shipments 
returning from ariginal destination, or junction point 
thereof, to original shipping point and over the rouie and 
line over which it originally moved. As a carrier cannot 
deviate from its strict compliance with published regu. 
lations, it follows that the free transportation applies 
only from Mount Vernon, O., the original destination, to 
Schenectady, N. Y., and return, and this rule and practice 
are in conformity with the Interstate Commerce Commis- 
sion’s ruling on this point. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1918, by West Publishing Co.) 


TRANSPORTATION AND DELIVERY BY CARRIER. 
Refusal by Consignee: 

(Ct. of App. of Ga.) Upon the consignee’s refusal of a 
shipment, it beccmes the duty of the carrier to notify the 
shipper as to the refusal, and to hold the goods subject 
to the shipper’s orders. American Sugar Co. vs. McGhee, 
96 Ga. 27, 21 S. E. 383. The mere fact that the consignee, 
upon rejecting the shipment, might have given verbal 
directions for their return to the consignor, would not 
alter the rule or amount to a ratification by the consignee 
of the terms of the bill of lading under which the rejected 
goods were moved.—Cincinnati, N. O. & T. P. Ry. Co. 
vs. Malsby Co., 96 S. E. Rep. 710. 

LOSS OF OR INJURY TO GOODS. 


Released Rate: 

(Sup. Ct. of S. C.) Where jeweler, returning diamonds 
to company which had submitted them for inspection, filled 
in receipt of express company, excepting rate and agent’s 
signature, agent inserting rate, signing rec2ipt, delivering 
it, and receiving package, acceptance of receipt by jeweler 
made its provisions binding upon him.—Tribble vs. South- 
ern Express Co., 96 S. E. Rep. 712. 

Agreed Value: 

(Sup. Ct. of S. C.) Where express company’s receipt 
stated that, if value was more than $50, etc., it must be 
stated in writing, and excess charges paid, contract for 
shipment, made by acceptance of receipt, was for limited 
liability within law, and recovery against company must 
be limited.—Tribble vs. Southern Express Co., 96 S. E. 
Rep. 712. 

Presumption: 

(Sup. Ct. of S. C.) In action against express company 
for lcss of diamonds, it must be presumed company was 
conducting: its business according to acts of Congress 
regulating interstate commerce—Tribble vs. Southern Ex- 
press Co., 96 S. E. Rep. 712. 

In action against express company for loss of diamonds, 
in absence of contrary evidence, court must presume from 
certifeate of secretary of Interstate Commerce Commis- 
sion that company’s tariff was legally in effect.—Ibid. 
Cummins Amendment: 

(Sup. Ct. of S. C.) Under act Cong. March 4, 1915, 
where diamonds were shipped by express, wrapped to 
conceal them from view, and carrier was not notified of 
character of goods, it was not liable for loss beyond 
amount stated as value by shipper, by acceptance of a 
receipt limiting value and by obtaining a corresponding 
rate.—Tribble vs. Southern Express Co., 96 S. E. Rep. 712. 
Cummins Amendment. Notice of Claim: 


(Sup. Ct. of N. C.) Act Cong. March 4, 1915, c. 176 
amendatory of the Carmack amendment, and containing 
the Cummins amendment to the interstate commerce act, 
as amended (U. S.. Comp. St. 1916, 8592, 8604a), deprives 
an initial carrier of any defense which might arise from 
the. shipper’s failure to give notice of claim, where the 
loss and damage complained of arose from the negligence 
of a connecting carrier—Mann vs. Fairfield & E. C. 
Transp. Co., 96 S. E. Rep. 731. 


CHARGES AND LIENS. 
Time to Sue: 

(Ct. of App. of Ga.) Since no limitation of time for 
the bringing of actions by carriers for the collection of 
freight charges in interstate shipments is prescribed by 
act of Congress, the statute of limitations of the par- 
ticular state must govern and control in such cases (South 
Georgia Railway Co. vs. South Georgia Grocery Co., 17 
Ga. App. 349, 86 S. E. 939); and since liability of the 
shipper or the consignee for such charges arises by virtue 
of an expressed cr implied promise to pay, and not merely 
by operation of law, the law of this state governing the 
limitation of actions under statutory rights (Civ. Code 
1910, 4360) is not anplicable.—Cincinrati, N. O. & T. P. 
Ry. Co. vs. Malsby Co., 96 S. E. Rep. 710. 


While a bill of lading issued by a common carrier is a 
“contract-in writing,’ within the meaning of section 4361 
of the Civil Code (1910), and as such is binding, not only 
upon the carrier and the shipper, but upon the consignee 
as well, when the latter ratifies its provisions by taking 
possession of the goods shipped thereunder (Seaboard 
Air Line Railway vs. Luke, 19 Ga. App. 100 S. E. 1041), 
still, where an action by a carrier against a consignee for 
freight, storage, and demurrage is shown to have beet 
commenced more than four years after the refusal of the 
shipment by the consignee, the suit is barred, under the 
provisions of section 4362 of the Civil Code (1910).—See 
Central of Georgia Ry. Co. vs. Eatonton Lumber Co., /! 
Ga. App. 302, 80 S. E. 725 (2).—Ibid. 


SEMI-MONTHLY PAY 


The Trafic World Washington Bureau. 


Director-General McAdoo has asked all railroads under 
federal control to arrange their pay-rolls so that, not later 


than January 1, all men will be paid semi-monthly. About 
half of them are now paid on a monthly basis, the twite 
a-month plan now being in effect, due to state laws, 
approximately half of the counfry. 
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THE TRAFFIC WORLD 


Miscellaneous Traffic Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1918, by West Publishing Co.) : 


REGULATION OF COMMON CARRIERS. 
Published Rates: 
(Dist. Ct.. W. D., Pa.) Rates of a railroad company, 
which conform to its published tariffs, cannot be contested 
in the courts as unreasonable.—Baltimoré & O. R. Co. vs. 
Carneg:e Steel Co., 251 Fed. Rep. 682. 
Right of Carrier: ‘ 

(D'st. Ct., W. D., Pa.) It is not a defense, to a suit by 
a railroad company to recover its established rates for 
transportaticn of slag, ashes and other refuse delivered 
on private sidings “for wasting for the plant,” that some 
of such material may have been used by the company for 
pallast—Baltimore & O. R. Co. vs. Carnegie Steel Co., 
951 Fed. Rep. 682. 
Common Carrier: , 

(Sup. Ct. of Ill.) A “common carrier” is one under- 
taking for hire to transpori from place to place the goods 
of such as choose to employ it; and a railroad corporation 
exercising all its franchises is a common carrier.—Kenna 
vs. Calumet H.* & S. E. R. Co., 120 N. E. Rep. 259. 
Transportation: 

(Sup. Ct. of Ill.) Railroads are bound to rec2ive and 
transport all goods which may be offered to them for that 
purpose, though they are not bound to receive goods at 
places on their line where they have no facilities for doing 
s.—Kenna vs. Calumet H. & S. E. R. Co., 120 N. E. Rep. 
259. 

The law authorizes the incorporation of railroad com- 
panies for no other purpose than the carriage of goods 
and ppssengers, and their other powers are all incidental 
to such purpose, and they are not mere private corpora- 
tions, but their franchise, together with all the other prop- 
erty, is affected with a public interest, and they are 
quesi public corporations which must devote all their prop- 
erty to the use of the public, and, in view of their power 
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of eminent domain, they cannot be organized for the pur- 
pose of private transportation, and the fact that a rail- 
road’s facilities are limited so as to enable it to serve only 
a few or only a single customer, does not change its 
character,.as it is the right of the public to use the road 
and demand services, and not the extent of the business 
that determinés its character.—Ibid. 

Plant Facility: 

(Sup. Ct. of Ill.) <A railroad, organized under the gen- 
eral railroad act, which operated about five miles of switch 
tracks of standard gauge within the plant of a coke cor- 
poration partly included within a fence inclosing the cor- 
poration’s plant and connected with delivery tracks, and 
whose only business was in switching cars for the coke 
corporation between its plant and the delivery roads, and 
which through its connections was bound to receive from 
and deliver to the coke corporation cars consigned to 
or shipped by it over four different railroads to and from 
points within and without the state and which rcczived 
pay for such services as a part of the general freight rate 
paid by the shipper for the whole carriage, was not a mere 
facility of the coke corporation, but was a common carrier, 
engaged in interstate commerce and subject to the fed- 
eral safety appliance act (cct March 2, 1893, c. 196, 27 
Stat. 531 (U. S. Comp. St. 1916, 8605-86-12))—Kenna vs. 
Calumet H. & S. E. R. Co., 120 N. E. Rep. 259. 

Through Rates: 

(Sup. St. of Ill.) The fact that under its di:c’etionary 
power over joint rates the Interstate Commerce Commis- 
sion may have refused to allow the railroad company to 
participate in the through rates, because such participation 
would create an unjust discrimination, did not establish 
that the company was not a common carrier within the 
meaning cf the federal safety appliance act.—Kenna vs. 
Calumet H. & S. E. R. Co., 120 N. E. Rep. 259. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, Published by West Publishing Co., St. Paul, Mina. 
Copyright, 1918, by West Publishing Co.) 


Limitation of Liability: 

(Dist Ct., S. D., New York.) In a proceeding for limi- 
tation of liability on account of the loss of the British 
Steamship Lusitania, which was torpedoed by a German 
submarine without warning, held, that the equipment of 
the vessel, the navigation and the launching of the life- 
boats showed no negligence, so that passengers had no 
claim against the owner.—The Lusitania. Petition of 
Cunard S. S. Co., Limited, 251 Fed. Rep. 715. 

The act of the German submarine commander in sinking 
the Lusitania, an unarmed British passenger vessel, with- 
out warning and without making any provision for the 
safety cf passengers and crew, was illegal, being in viola- 
ion of the laws of nations recognized by all civilized 
powers, and recognized even by Germany prior to the 
sinking of the Lusitania; hence the owners are in no way 
liable for the death of passengers.— Ibid. 

Duty of Commanding Officer: 

(Dist. Ct., S. D., New York.) It is a fundamental prin- 
ciple in navigating a merchantman, whether in peace or 
War, that the commanding officer be left free to exercise 
his own judgment—The Lusitania. Petition of Cunard 
8. S. Co., Limited, 251 Fed. Rep. 716. 


_Acceptance of Cargo: 


Proximate Cause: 

(Dist. Ct., S. D., New York.) It is an elementary prin- 
ciple of law that, even if a person is negligent, recovery 
cannot be had, unless the negligence is the proximate 
cause of the loss or damage.—The Lusitania. Petition of 
Cunard S. S. Co., Limited, 251 Fed. Rep. 716. 

Even if negligence is shown, it cannot be deemed the 
proximate cause of loss or damage, if an independent 
illegal act of a third party intervenes to cause the loss.— 
Ibid. 


(Dist. Ct., D., Mass.) Consignees, accepting a cargo of 
coal under a bill of lading making detailed provisions as 
to demurrage, are bound by its terms.—Davis et al. vs. 
Garfield & Proctor Coal Co., 251 Fed. Rep. 743. 

Delay in Unloading: 

(Dist. Ct., D., Mass.) Under a bill of lading establishing 
a daily rate of discharge, with demurrage if unloading is 
not completed within time so limited, and doubling rate 
in case other vessels be given preference, the consignee 
may direct discharge at a single wharf, or in a specified 
berth at a large wharf; and the double rate does not 
apply, if the vessel be given her turn where directed.— 
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Davis et-al. vs. Garfield & Proctor Coal Co., 251 Fed. Rep. *¥ou will also arrange such publication as will apply §°= 
743. the minimum scale of class rates as provided for In parg. 
Effect of Usages: graph D of section 1 and the minimum carload charge of 
(Dist. Ct., D., Mass.) Where a bill of lading provided $15 per car as provided in paragraph B of section 5 of 
for double rate of discharge in case a later vessel was General Order 28 as amended to through continuous hauls, 7 
given preference, the fact that later vessels are given “Please quote in schedules making such publication and 
preference throws on the consignee the burden of justi- ‘Freight Rate Authority No. 10’ in-the manner prescribeg oy 
fying such action, and it is not sufficient fcr it to show’ in Circular 1-A, July 1, 1918, as authority for the publica. tore 
that no departure was made from the ordinary business tion, which shall be made on one day’s notice and filing or th 
——. - s —y - — ~y" 7 soca ro with the Interstate Commerce Commission. on 
reasonable.—Davis et al. vs. Garfie roctor Coal VO., “Also show on title page of schedules in large type 
251 Fed. Rep. 744. ‘United States Railroad Administration, W. G. McAdoo, ai 
Priority: ; ’ Director-General of Railroads.’ . 
(Dist. Cr.. eX, Mass.) For a railroad which, owned a “Please note that the provision which my wire of the 
— 9 reserve “ey towers = ee — carry- 47th instant stated would be accepted by the Interstate § °= 
ng its own coal is not unreasonable; hence the owner (Qgmmerce Commission ran only to the special supplement 
- 2 ee — cg to — “ — to be published effective June 25, so that the publication 
oe, SOE: POs ce es ees Oe should now be made in regular form by use of through or @ wya 
the double rate of discharge provided for in the bill of proportional rates or such other manner as you think yee 
lading in case later vessels were given preference, be practicable under the Commission’s tariff rule.” plicati 
cause vessels carrying coal for the railroad company were _ 
given a preference.—Davis et al. vs. Garfield & Proctor add 
Coal Co., 251 Fed. Rep. 744. GENERAL ORDER NO. 49 —_ 
aidesabiciaincibisitiaaiedicaiaie i 
= There are presented herewith and made a part of this been ¢ 
RATE AUTHORITY NO. 10 general order, samples of standard forms of month!y ticket idea is 
. and excess baggage reports, upon which all accounting § there 
one Pete Wools angen aaeranee transactions with respect to the sale of passage and excess § these 
The rules for the application of increases under General paggave tickets shall be reported by agents to the account. § Gener: 
Order No. 28 to the through movement of all commodities ing officers having jurisdiction, also a form for reporting kind « 
— — = its — originally oe a 7 veo transportation requests exchanged for tickets. * & promp 
graphic and mail correspondence, are embodied in freig All tickets sold, or exchanged, on and after October 1, — 
rate authority No. 10. Their substance has been published 4918 shall be reported on the appropriate forms in such ff Direct 
in the Traffic World from time to time in connection with manner as may be directed by the director of public service J damag 
questions arising under No. 28, so that their general char- ang accounting. compa 
acter is beileved to be fairly well understood, To the end, The standard forms herein prescribed are reports of: taking 
however, that shippers may have the rules before them Local t’cxet sales; goverr 
verbatim, the following from Director Chambers to the Interline ticket sales; railro2 
three freight traffic committees, under date of July 2, is Local excess baggage collections; within 
reproduced: Interline excess baggage collections; carrier 
“Under date of June 8, 1918, I wired you as follows: Transportation requests exchanged for tickets. thereo 
““Rates as increased by section 2, paragraph A, Order For use at smaller stations, half-size report forms for § ‘erstat 
28 should be applied to the through movements of com- jnterline ticket sales and interline excess baggage collec Claims 
modities except grain and its products. Where increase tions may be used. — 
is on percentage basis the result will be the same whether The printi : b omm: 
. ; . printing and ruling on the report forms shall beag . 
applied to combinations or through rates, but where flat facsimile of the samples herewith presented; provided, nd aed 
or maximum increase per ton or hundred pounds is made jowever, the name of the individual carrier shall be sub- 
some adjustment will be necessary to apply the increases tityted for the designation “North and South Railroad” 
A the not Kegrite a em 7 a hs pee gp mgt as shown on the sample forms. When advantageous to do = 
See ae Se een Os Rees tee “om or so, the name of the carrier may be omitted. Provided back « 
by — of proportional rates. Use this basis as far aS further that each carrier may print destinations, rates and all su’ 
practicable in publishing tariffs effective June 26. other similar data calculated to aid in compilation and § within 
“On the 17th instant I wired you again: accounting. erty, ¢ 
__ referring to my wire of the eighth authorizing applica- With the inauguration of these standard forms of monthly § ur int 
tion of increases under section 2, paragraph A, General dis MH the ac 
sa reports, all other reports of such transactions shall be dis 
Order 28 to the through movement of commodities except rs “ yagi icket have s 
i i cused F continued, provided that special periodical reports of tickets 
grain and its products. The Interstate Commission will : fam tWo-ye: 
accept special supplements contajning the following: furnished governmental departments, or other reports “ followi 
“When the total charges on a through shipment of any of — ee ee Sor accounting purposes, may protect 
the commodities specified. below are constructed on com- C°™Plicd@ and turn —— de in @ ONS 8 
binations of separately established rates applying to and The monthly reports herein prescribed shall be made 2B suficie 
from junction points, first determine the through combina- duplicate, either by carbon or press copy process; orig #4 
tion of rates in effect on June 24, 1918, and then increase inals shall be forwarded to the proper accounting officeT B comme 
such through combination of rates by the amounts set having jurisdiction; duplicates shall be retained by agents & such ¢ 
opposite each such commodity, viz.” Here should follow Distinctive colors shall be used for the two classes of lation 
a list of all of the commodities and the increases thereon reports; that is, forms for reporting local ticket sales and § claims 
named in paragraph A, section 2, except’ grain and its local excess baggage collections shall be printed on papel & shorter 
products and except coal and coke. We do not wish to of light canary color, and forms for reporting interline & of suit 
apply the specific increases to the through haul of grain ticket sales and interline excess baggage collections shall § or inju 
and its products and coal and coke rates are so accom- be printed on white paper, provided, however, that the § unload 
plished as to make it impossible to use this general rule — — ~_ ba a te — with the om 
for them. Would be glad to have this provision used in uplicate forms to r ; U 
supplements wherever needed and wherever possible to These reports shall be introduced at the consolidated be not 
make effective by June 25.’ ticket offices on date named, and at all other agencies 4 a 
“I appreciate that the time elapsing between the date of soon as stock of forms at present in use becomes & —, 
these telegrams and June 25 was so short that in many in- hausted, but in any event not later than January 1, 1919. of a 
stances it was impossible to bring about the application of ee aa be ah 
rates under General Order No. 28 as outlined in my wire aay 
a 8th, and as it is cag ig - — ee application . pire a vrigpiae em ot te dl 
about as rapidly as possible, this will be authority for such The week ende ctober 19, according to a report " : 
publication os * someney to apply to the chcoueh con- the mechanical department of the Railroad Administ! -. 
tinuous haul of the commodities named in paragraph A, _ tion, the locomotive builders delivered to it 62 “er claim 
section 2 of General Order No. 28, and increases as shown tives, 47 having been completed by the American, Th two yes 


therein on grain and its products. the Lima and 6 by the Baldwin. 
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This department is conducted by a traffic man of long experience 
and w.de kaowledge. In it he will answer questions relating to 
practical traffic problems. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of in- 
vestigation contemplated. Questions will be answered as promptly 
as possible. No answers will be given by mail except for a fee. 


Address “Help for Traffic Man,” The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Help for Traffic Man 


Cs eT 
Application of Advanced Rates. 


Q.—A subscriber refers to the article in The Traffic 
World of Oct. 12, 1918, page 729, under the caption “Ap- 
plication of Advanced Rates,” and states that it has been 
paying the increased rates based upon the increase being 
added to each factor of a combination rate. The sub- 
scciber then says: “The point I wish now to develop 
is the proper method of procedure to recover what has 
been erroneously collected by the railroad company. My 
idea is to file claims with the transportation company, and 
there is a question in my mind whether they will honor 
these claims without proper authority from the Director- 
General or someone of proper authority. Would you be 
kind enough to suggest the prerequisite steps to obtain 
prompt and proper action in the matter of refund?” 

A—Under the federal administration of railroads, the 
Director-General’s office has held that all claims for loss, 
damage or overcharges should be filed with the railroad 
companies responsible therefor the same as prior to the 
taking over the control of the railroads by the federal 
government. Hence these claims should be filed with 
railroad company, but care should be taken to file them 
within the time prescribed on the bills of lading. If the 
carrier refuses to allow these claims and make settlement 
thereon, then the matter should be presented to the In- 
terstate Commerce Commission in the same manner as 
clams have always been presented to. that body for ad- 
justment. In this c7:se a formal complaint before the 
Commission will be necessary, since the question involved 
is not one which the Commission would probably desire 
to settle on the informal docket. 


Time for Filing Claims. 

Q—A subscriber calls attention to the notice on the 
back of the standard bill of lading which provides that 
all suits fer Icss, damege or delay shall be instituted 
within two years and one day after delivery of the prop- 
erty, etc., and says: “We understand that a notice of 
our intention to file suit is sufficient to protect us in case 
the actual suit is not filed within the above time. We 
have several claims in our files that are approaching the 
two-year period and we are writing you to ask if the 
following notice to the carriers would be sufficient to 
protect us in case we wanted to file suit later.” Then fol- 
lows a form of notice which ordinarily would be entirely 
sufficient. 

A—The second Cummins amendment to the interstate 
commerce law provides “that it shall be unlawful for any 
such common carriers to provide by rule, contract, regu- 
lation or otherwise a shorter period for giving notice of 
claims than 90 days and for the filing of claims for a 
shorter period than four months, and for the institution 
of suits than two years,” except that if the loss, damage 
or injury is due to delay or damage while being loaded or 
unloaded or damaged in transit by carelessness or neg- 
ligence, then no notice of claim or filing of claim shall 
be required as a condition precedent to recovery. It will 
be noted, therefor, that the bills of lading are entirely 
within the provisions of the law when they set out that 
claims must be made in writing to the originating or 
delivering carrier within six months after the delivery 
of the property, and suits for loss, damage or delay shall 
be instituted only within two years and one day after de: 
livery oi the property. The shipper who has a claim 
4gainst a railroad company which requires notice and 
flirg of claim has therefore 90 days’ time in which to 
give notice of claim, four months’ time for the filing of 
aim after the delivery of the property and then has 
Wo years and one day after the delivery of the property 
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in which to bring suit. Hence the giving of notice of 
intention to bring suit is not sufficient to remove or 
lengthen the bar of the statute of limitations, but under 
the law as well as under the contract of shipments suits 
must be planted within two years and one day after the 
delivery of the property. Or, under the contract in case 
of loss, within two years ard one day after a reasonable 
time has elapsed for the delivery of the property. 

The Absorption of Switching Charges. i 

Q.—A correspondent called attention to the New York 
Central tariff 6779, I. C. C. 5868, governing the absorption 
of switching charges by the New York Central, and states 
that he is moving shipments from a point on the New 
York Central via and certain junctions where the ship- 
ments are delivered to a road “A,” which switches them 
to the connection on road “B,’ charging the regular 
switching rates. The shipments then move over the road 
“B” to destination; that no through rates are in effect, 
but that the charge is the same as the local rates, although 
the shipments move on through bills of lading. The query 
is: “Can the New York Central be called upon to absorb 
this switching charge under the terms of its tariff?” 

A.—tTariff referred to provides that the New York Cen: 
tral will absorb switching charges of connecting lines at 
certain named junction points on all carload freight ex- 
cept on coal, certain kinds of coke, live stock, dressed 
meats, etc., when originating at or delivered on the tracks 
or sidings of connecting roads destined to or shipped from 
points on or reached via the New Ycrk Central, provided 
that the freight charges for the road hauls of the carrier 
or carriers performing the road-haul service from point of 
origin to destination are not less than a specified mini- 
mum, end also providing that the switching charges of the 
connecting lines are not in excess of a certain figure, ex- 
cept when otherwise specified. 

Therefore, if the switching charges to which attention 
is called by our correspondent are at one of the specified 
junction points and the total road-haul charges from the 
point of origin to destination are above the specified mini- 
mum and the switching charges are less than specified 
maximum, and the goods shipped are not eliminated from 
the provision by the exerptions, then the correspondent 
is entitled to have the switching charges absorbed by the 
New York Central, and inspection of this New York Cen- 
tral tariff will give our ccrrespondent the junction point 
where the switching is absorbed. as well as the min‘mum 
road haul and the maximum switching charge which will 
make the absorption provision effective. 


ORDER FOR COAL CARS 


The Trafic World Washington Bureau. 


The Railroad Administration has asked the car builders 
of the country to submit tenders on 2,000 all-steel hopper 
coal cars of 100 tons capacity for use on the Virginian 
Railway. That company has been using hoppers of as 
high a capacity as 120 tons. Its grades and curves are 
so easy that ears of the greatest capacity are usable. 

This prospeetive order for 2,000 cars of 100 tons breaks 
the uniformity in car sizes the Administration has said 
was desirable. The hopper car set down as standard by 
the Railroad Administration is a 55-ton production. The 
Virginian has such a roadbed that it is considered almost 
a crime to think of using so small a car as a 55-ton affair, 
especially at a time when the need for coal is so great. 

The big cars are to be of the Norfolk & Western type. 
Two years ago the 90-ton hopper was the standard on 
the Virginian, so the 100-ton car is a compromise between 
the standard of 1916 and the extreme style of cars deliv- 
ered in 1918. 

This order does not bring the orders for the year up 
to what would be deemed normal in normal years. The 
cars on order would not more than replace these scrapped 
under the depreciation rules of the Interstate Commerce 
Commission. Nothing has ever been made public as to 
the number of cars delivered under the initial order of 
100,000. It is feared the number is few, because the call 
for equipment in France has been insistent, the latest 
order for cars to be used in the military operations being 
43,000, some of whith are to be constructed with a view 
to use on German railroads when the allies cross the 
frontier. A weekly report is made on the number of en- 
gines delivered, but not as to cars. At the end of Septem- 
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ber 1,951 had been delivered this year, so the total is prob- 
ably something over 2,000. 


It is hard to say what is the span of life of a lccomotive. 
The railrcad men, testifying in valuation proceedings, 
maintained that an engine is never scrapped except for 
obsolescence; that when it becomes too small for good 
road service it is sold to a smaller railroad and the money 
invested in a larger engine, while the smaller is put to 
work on another road and continues for an indefinite 
period. At present, medium sized and small engines are 
selling for more than they cost. All engines are rebuilt 
piecemeal, time and again, so there can be no true de- 
preciation, except for otsolescence, and under existing 
conditions there is nothing of that kind, at least as re- 
flected in prices. 


However, an annual addition of 2,000 lccomotives would 
not be deemed sufficient in normal times, although there 
may be no positive diminution in the quantity of freight 
hauled by reason of the inflow of new engines being less 
than usual. 


The Railroad Administration is collecting a lot of dis- 
used freight cars, some of which have been carried in 
bad order reports and some not reported at all. The 
scarcity of charcoal pig iron makes it necessary that the 
cars that are not fit to be repaired shall be deprived of 
their wheels to the end that new cars may have some. 
By mixing the old metal with new, a sufficient supply of 
charcoal pig iron is procured. The old wheels are being 
sold by the Railroad Administration to the casting com- 
panies, who sell the wheels to the car builders. The price 
is $30 a ton, nearly double the price of new pig iron in 
normal times. 


LOADING OF COAL 
The Trafic World Washington Bureau. 


A report wes made to Director-General McAdoo, October 
26, by the Car Service Section of the Railroad Administra- 
tion on the quantity of coal of all kinds loaded by roads 
for week ended October 12, as compared with the same 
period of 1917. A summary of the report follows: 


1918. 1917. 
Hi cet a a re rr 214711 188.233 
re ne SI a aS alg cc eoaweete ed eeaeieinie 37 R27 42.459, 
EE COPE POs kw ho ccbeeesecerercctasceneeoege'e 3.829 4.065 
oe Ee ee | eer re rrr re 255,687 234,750 


A summary of revorts for week ended October 19, 1918, 
based on actual reports from most roads, but with the 
results of some roads estimated, follows: 


1918. 1917. 
S thptns Mee. WD ivan. ug, RCE LURE ERECT Cee 195,143 171.941 
ea ee ee ree ere 33.603 41.277 
re Ge Cn in gs 6 dbetcoduveuseneeaen 3.610 3.976 


Grand total Care all COA! ..... 6c cccecssccccecccsse 232,356 216,294 


Increase of 1918 up to and including week ending Octo- 
ber 19 over same period of 1917, 730,203 cars. 


The number of cars loaded with bituminous coal at all 
mines throughont the country during the week of October 
19 showed a marked decrease compared with the previous 
week. amonnting to about 7 ner cent. The falling off. oc- 
curred mostly in the territory east of the Mississippi re- 
gion, and anprently is a direct result of the enidemic of 
influenza which has been existent in that territory for 
some time. and seems to have reached the mining regions 
to an extent sufficient to affect coal loading during the 


week of the 19th and to a lesser extent during the previous 
week. 

On those roads where the coal loading fell off more than 
five per cent, it was quite usually the fact that the orders 
for empty cars placed by the mines also fell off to the same 
or greater extent. The mines were not, however, able to 
load even up to their expectations, as evidenced by their 
ear orders, a fact which is demonstrated by an extra- 
ordinary increase in the number of empty cars left stand- 
ing over at these mines unloaded from day to day during 
the week. 

The information concerning loading for the succeeding 
week of the 26th would seem to indicate that conditions 
have not improved in the coal loading territory, and a 
further decline in production must be expected during the 
week ending October 26. 
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RATES UNDER ORDER NO. 28 


The Western Freight Traffic Committee has issued sup. 
plement No. 1 to reprint of Circular No. 3, explanatory ry}. 
ings in connection with application of rates under G:nera] 
Order No. 28 of the Director-General, as follows: 


Reprint of Circular No. 3, dated Aug. 1, 1918 (interpretations 
of and instructions for compliance with General Order No, 28) 
is amended as follows: : 


Arbitraries or Differentials. 


Increases required by the General Order are to be applied to 
the actual rate, whether such actual rate is made by use of 
differentials or arbitraries. (Reissued from original Circular 
No. 3.) See also Rate Advice No. 178 (Freight Rate Authority 
No. 562) relative to disposition of fractions in reissues of rates 
made by use of differentials or arbitraries. 


Minimum Carload Charge (Revised). 


Substitute the following for the minimum charge on carload 
shipments: 

The minimum charge for carload shipments will be $15 per 
car. 

Does not apply to charges for switching service, either in 
connection with a line -haul or for intra- or _ inter-yard 
switching. 

Does not apply to carload shipments of following: Brick, ce- 
ment, chert, coal, coke, forest products, viz.—bark, billets, 
bolts, logs, cordwood, fuelwood, pulpwood, waste forest prod- 
ucts consistirg of boughs, edgings, hcg product, listings, broken 
lumber of miscellaneous widths and lergths but none as long 
as ten feet, sawdust, shavings, shingle tow, slabs; manure 
(see Rate Advice No. 176, F. R. A. No. 739), ore, sand and 
gravel, slag, stone, broken, crushed or ground; sugar cane, 
water, plain (not flavored or phosphated) other than carbonated 
(see Rate Advice No. 176, F. R. A. No. 739). ! 

But one minimum should be applied to an entire shipment of 
a commodity which is subject to the ‘‘part lot’’ or ‘‘overflow” 
rule of the classification or tariff governirg the movement. 

Above mentioned exceptions to application of $15 minimum 
charge per carload shipment should be interpreted strictly, so 
as not to include other articles ordinarily grouped with thosé 
named. 

(See instructions in Rate Advice No. 32 of July 15, 1918, 
relative to Freight Rate Authority No. 100.) 


Flour and other mill products and articles (except grain and 
seeds) listed therewith as taking grain or grain product rates 
will be increased 25 per cent, but not exceeding 6 cents per 100 
pounds, except that if the rates so increased are less than the 
published through rates (local or joint)-on wheat fiom and to 
the same points, then such wheat rates as increased under 
Order No. 28 will be the minimum rate on flour and such other 
articles. (Reissue from Circular No. 3). See also Rate Advice 


63, F. R. A. No. 619, relative to rates on grain and grain 
products where wheat rates are not published. 

Stone, artificial or natural, building, etc. (Addition.) Curb- 
ing, flagging and paving stone are subject to same rate of 
increase as building stone. (Reissue from Reprint of Circular 
No. 3.) See Rate Advice No. 198, F. R. A. No. 525. 

Increase in Charges by Specific Amounts Under Combination 
Rates. 


See Freight Rate Authority No. 
Advice Letter No. 39, July 26. 1918. 
The following additional rulings will apply: 


In Tariffs Naming Rates Which Will Apply on Articles Subject 
to Specific Increases as Prescribed in Section 2, 
Paragraph A of General Order 28. 


Insert clause as follows: (Under Freight Rate Authority No. 10, 
dated July 2, 1918.) 

When the total charges on a through continuous movement of 
any of the commodities specified below are constructed by com- 
bination of separately established class or commodity rates ap- 
plying to and from junction points, first determine the through 
combination of rates in effect on June 24, 1918, and then in- 
crease such through combination of rates by the amount set 
opposite each such commodity. 


Here should follow list of the commodities affected together 
with statement of the respective specified amounts of increase 
to be added to the combination of rates applicable, in so far as 
same may be covered by the tariffs amended namely: Brick, 
cement, plaster, etc., coal and coke, cotton, cotton linters, lime: 
live stock, lumber, shingles (applicable only when the increase 
to be applied is a specific amount per 100 pounds or per ton or 
per car); ores, iron; petroleum and petroleum products as cow 
ered by Freight Rate Authority No. 96, July 11, 1918; sand and 
gravel, stone; sugar, syrup (applicable only when the increase 
to be applied is a specific amount per 100 pounds or per ton or 
per car). Also other articles taking same rates and amounts of 
increase. 

Note.—Where the rule above quoted (or its equivalent) has 
been published in a tariff it will govern in connection with an) 
combination of which one of the factors is published in the 
tariff which carries said rule. 


10, distributed in Rate 


Note.—Where through charges on above mentioned commod- 
ities on June 24, 1918, were made on combination of separatel) 
established factors, subject to different minimum weights (the 
through charge being advanced an arbitrary amount in liel 
of the 25 per cent increase) the minimum weight applying 0 


the line originating the traffic shall be applied to the through 
movement. 

See also Rate Advice 39, relative to combinations involving 
minimum class scales and minimum carload charge; also Rate 
Advice No. 93, F. R. A. 418, relative to minimum L. C. | 
charge with combination rates. 
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a 
wd Personal Notes = 
v rul- = z 
neral Edward Hart, Jr., was born of English parents in Alla- 


habad, india. He came to the United States when about 
fourteen years old. He 
was first employed by the 
L. & N. Railroad, auditor’s 
offce, in 1881; Louisville, 


itions 
, 28), 


ied to Evansville & St. Louis 
se of Railroad, auditor’s office, 
Noeill in 1883; Canada South- 


ern Line as contracting 
agent, in 1884; Cincin- 
nati, Wabash & Michigan 
Railroad (Elkhart Line), 
1891, as general southern 
agent; Traders Dispatch 
Fast Freight Line, as 
general southern agent, 


rates 


_rload 
) per 


er in 


-V 

= 1892: Baltimore & Ohio 
c, Ce Southwestern Railroad, 
illets, as assistant general 
— freight agent, in 1897, 
long and general agent at 
unure Louisville, Ky., 1898; as- 





—— sistant general freight 


nated agent, St. Louis, 1903; 
western general freight agent, St. Louis, 1912, and assist- 
nt of ant general freight agent, St. Louis, under United States 
flow" @ Railroad Administration, effective Oct. 1, 1918. He is now 
_— also secretary of the St. Louis Eastern District Freight 
vy, so fg Traffic Committee. 
thosé y 
; The American Tobacco Company announces that branch 
1918, Hi ofices of the traffic department have been established at 
= Baltimore, Md., and Louisville, Ky., in charge of H. C. 
rates McFadden, manager southern division of traffic depart- 
r 100 ment, Baltimore, Md., and W. J. Ryan, manager western 
Py division of traffic department, Louisville, Ky. 
inder The Chicago, Rock Island & Pacific Railroad announces 
other that Earl F. Feeney is appointed division freight agent, 
a with headquarters at Alexandria, La., vice M. L. Hartley, 
si who died. 
‘urb- The Oregon-Washington Railroad & Navigation Lines 
te of @ announce the following appointments: H. E. Lounsbury, 
cular Hf seneral freight agent; Albert Kelling, assistant general 
freight agent; H. L. Hudson, Seattle, Wash., general agent; 
C. H. Dexter, Portland, Ore., general agent, freight de- 
Rate partment; Wm. Carruthers, Tacoma, Wash., district freight 
and passenger agent; H. P. Potter, Centralia, Wash., dis- 
trict freight and passenger agent; W. S. Elliott, Spokane, 
Wash., district freight and passenger agent; C. F. Van De 
Water, Walla Walla, Wash., district freight and passenger 
o. 10, agent. 

The Norfolk & Western Railroad announces the follow- 
pod ing appointments: B. W. Herrman, general freight agent, 
s ap- @ Roanoke, Va.; S. S. Bridgers, assistant general freight 
‘ough agent, Columbus, Ohio, succeeding Mr. Herrman; S. M. 
: ~ Stevenson, assistant general freight agent, assigned to spe- 

7 cial duty at New York City; C. A. Cowles, assistant gen- 
ether eral freight agent, Roanoke, Va. 
rease A “get together meeting” of the Asscciation of Railroad 
ar - and Steamboat Agents of Boston will be held November 
ime. @ 22.at the Boston City Club. 


ation 


ibject 


rease The jurisdiction of C. M. Kittle, federal manager of the 
on oF Illinois Central Railroad, is extended over the Dunleith & 
and fy Dubuque Bridge. 

rease The jurisdiction of C. G. Burnham, féderal manager, C. 


its ¢ #2 & QR. R., is extended over the Hannibal Union Depot 
and the Winona Bridge Railroad. 


) has F, E. Emery is appointed southwestern freight agent of 

‘the  (e New Jersey, Indiana & Illinois Railroad Company, with 
headquarters at St. Louis, Mo. 

mod- 


—_ The appointment of E. D. Hungerford, superintendent 
(the of the Chicago, Rock Island & Pacific Railway, as terminal 
lieu Manager at Cedar Rapids, Iowa, is announced. 

aes The Chicago Heights Terminal Transfer Railroad an- 
: hohuces the following appointments: Philip Meininger, 
ving geheral freight and passenger agent, Chicago, and H. D. 
a Sheean, general solicitor, Chicago, Ill. 

ag The Lake Superior Terminal & Transfer Railroad an- 


nounces the appointment of H. B. Dike, general solicitor, 
Minneapolis, Minn. 

The jurisdiction of E. L. Brown, general manager, D. & 
R. G. R. R. is extended over the Pueblo Union Depot and 
Railroad. 

The Pere Marquette Railroad, Ann Arbor Railroad, De- 
troit & Toledo Shore Line Railroad, Fort Street Union De- 
pot Railroad, Lake Michigan Car Ferry Association, Grand 
Trunk Western Lines Railroad, Detroit & Mackinac Rail- 
road, Detroit, Bay City & Western Railroad, Fort Huron 
Southern Railroad and Port Huron & Detroit Railroad, 
announce the following divisional and other — repre- 
sentatives: F. A. Butterworth, division freig agent, 
Chicago, Ill.; C. A. Gormaly, general agent, Chicago, IIl.; 
F. W. Goldie, general agent, Milwaukee, Wis.; W. F. Ker- 
win, district representative, Menominee, Mich.; A. Allison, 
district representative, Manistique, Mich.; W. H. Spicer, 
division freight agent, Detroit, Mich.; P. Birrel, general 
agent, Detroit, Mich.; F. M. Briggs, division freight agent, 
Grand Rapids, Mich.; A. Z. Mullins, district representative, 
Grand Rapids, Mich.; T. W. Avis, district representative, 
Grand Rapids, Mich.; W. Henderson, division freight agent, 
Saginaw, Mich.; C. E. Wagner, district representative, Sag- 
inaw, Mich.; W. G. MacEdward, division freight agent, Bay 
City, Mich.; R. W. Youngs, division freight agent, London, 
Ont.; J. E. Clark, general agent, Buffalo, N. Y.; J. W. Red- 
mond, general agent, Toledo, Ohio. R. P. Paterson has 
been made assistant general freight-agent and H. S. Brad- 
ley, chief of tariff bureau, with offices at Detroit. 


TARIFF PUBLISHING AGENTS. 


A circular of the Eastern Freight Traffic Committee 
announces that there have been established, under its 
jurisdiction, freight tariff bureaus for federal-controlled 
railroads in the former Trunk Line, Middle States Freight 
Association, New England and Central Freight Association 
territories. The following are appointed tariff publishing 
agents: F. S. Davis, New York City, for Trunk Line and 
New England territories, and E. Morris, Chicago, for Cen- 
tral territory. As rapidly as possible these bureaus will 
be organized and take over the preparation, publishing 
and distribution of all freight tariffs now issued by indi- 
vidual carriers or agencies in these territories. 


LUMBER EMBARGO 


The Trafic World Washington Bureau. 


Lumber interests, especially the hardwood lumbermen, 
are trying to get rid of the embargo that was placed on 
lumber September 16. If they cannot get it taken off 
throughout the whole of Official Classitication territory, 
they hope to get rid of it in the territory west of the 
Illinois-Indiana line. 


Their reason for asking the revocation of that embargo 
is the code of rules to cover the manufacture of lumber 
put out by the War Industries Board October 26. By means 
of that code the board is trying to control the production 
and transportation of/lumber by going to the mill, instead 
of trying to dam the stream after allowing it to rise to 
unlimited heights through the unlimited right to manu- 
facture. Under the code issued by the board, the lumber 
mill is practically restricted to working only on orders 
from war or other essential users of lumber. They are, in 
effect, forbidden to accumulate stocks for the after-the-war 
trade. 

That being the fact, the lumbermen can see no reason 
for continuing the embargo, which they think was the sug- 
gestion of Inland Traffic Manager Powell of the War In- 


- dustries Board. They think it was a crude and clumsy 


method for the handling of a big matter. It was made on 
the theory that transportation must be conserved. 

By edict, they say, all lumber tariffs were suspended on 
all routes into Official Classification territory except on 
condition. The condition was that the man who desired 
to use lumber should ask for a permit to have the lumber 
shipped to him for essential uses. Then it was promised 
that by another edict (so the lumbermen say among them- 
selves) the tariffs should be restored, but restored only in 
part. All parts except that pertaining to reconsignment 
were to be restored. 

Without discussing the legality of that method of setting 
aside the act to regulate commerce, the lumbermen sug- 
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gest that the embargo has done nothing more than cause a 
lot of needless work, discriminations and vexations; that 
the only saving in transportation that has been accom- 
plished has been that which results when a shipper or a 
consignee goes out of business. 

There has been no saving in transportation, it is pointed 
out, except such as results from the inability of the clerical 
forces to issue the needed permits, and for this reason: 
When the movement is to be over a single line, the local 
agents of that road, if it ig not congested, issue the per- 
mits as a matter of course, There is no saving of trans- 
portation that instance. 

Nor doe® the denial, by edict, of the right of reconsign- 
ment result in any real saving. If the mill on the B road, 
in competition with that on A, in shipping to C, desires, 
it ships on a single line permit to the nearest junction to 
C. There it takes out new billing and a new single-line 
permit and forwards to C, so as to meet the competition 
of the mill that has only a single-line haul. 

The only thing that has been accomplished, the lumber. 
men think, is the creation of more clerical work and the 
payment of two locals instead of one joint through rate. 
Parenthetically, it may be observed, the mill which had 
to resort to that kind of billing to evade the embargo 
probably has a valid claim for reparation on account of 
the informal way in which the right of reconsignment was 
cancelled. 

It Is admitted that there has been some saving due to 
the fact that it takes from five to twenty days to perform 
the clerical work needed to obtain a permit. get it to the 
shipper, and then obtain the car in which to load the stuff, 
The cars that were not used during the davs while the 
embaregn machinery was being got ready were saved—if 
something else was loaded in them. A good many, it is 
believed. simply remained idle because the embargo was 
put on overnight and those who might have used them, 
had they known an embargo was coming, were not pre- 
pared to offer loading the minute the cars were made un- 
available for lumber shippers. 

Under the code issued by the board, continuance of an 
embargo would he, it is argued, a mere continuance of an 
annovance, without anv good resulting therefrom. The 
mannfacturer fs not allowed to produce lumber except for 
essential uses and the prosnective user must make use as 
to the purpose for which he has ordered it. so there is no 
possibility of lumber being offered for shinment except for 
essential purposes, unless some usér is willing to commit 
perjury. If he is willing to commit perjury, he will not 
scruple to do the lying necessary to obtain a permit to ship. 


N. A. R. & U. C. CONVENTION 


The Trafic World Washington Bureau. 


The thirtieth annual convention of the National Associa- 
tion of Railway and Utilities Commissioners will be held 
in the hearing room of the Interstate Commerce Commis- 
sion for four’ days, beginning November 12. 


It is doubtful whether the convention will be the routine 
affair it was in normal times, when no question greater 
than that created by the Shrevenort decisions was before 
the state officials. The executive committee, of wh‘ch 
C. M. Candler of Georgia is chairman, will meet the day 
before the convention with a view to arranging a tentative 
order of business. 

The big question, it is believed, will be what, if any, 
position the state officials shall take with regard to the 
reconstruction of the laws relating to railroad control 
after the war. The seeming near approach of peace may 
result in the executive committee recognizing that, inas- 
much as that is the question that is being informally 
discussed, it might as well be made the first thing in the 
formal program. 


As a rule the order in which the committees are men- 
tioned in the call for the convention is the order in which 
they make reports, thereby bringing forward the subjects 
each has had under consideration. The order in which 
thev are named are: Executive; special war committee; 
public ownership and operation: safetv of railroad opera- 
tion: safety of operation of public utility companies: rail- 
road service, accommodation and claims: service of public 
utility companies; railroad rates; public utility rates; car 
service and demurrage; express and other contract car- 
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riers by rail; statistics and accounts of railroad com. 
panies; statistics and accounts of public utility comp2nies: 
grade crossings and trespassing on railroads; valuation; 
capitalization and intercorporate relations; state and feq. 
eral legislation and publication of commission decisions, 

The committee on state and federal legislation is due 
to bring in its report at next to the last minute before 
adjournment. It is believed to be obvious that the mem. 
bers of the convention will not be content to put off the 
most important topic until the last minute. Besides, the 
question of legislation, naturally, would come up 4s ¢o}- 
lateral to the points made in the report of nearly every 
other committee. 

One of the obvious facts is that the state commissions 
are not co-operating as closely as they must if they intend 
to be factors in the reconstruction legislation. Nearly all 
who have been in Washington know that there are likely 
to be two forces contending before Congress in the making 
of laws to supersede the federal contro] act and, possibly, 
the act to regulate commerce—the railroads and the Rail- 
road Administration. 

Friends of the Interstate Commerce Commission regret 
that that body, which they believe has the confidence of 
the people generally, did not decide, when the federal 
contro] legislation was under consideration, to take a more 
prominent part. Commissioners went to the capitol when 
they were asked. Commissioner Anderson misled friends 
of the Commission by being there al] the time. The mis 
leading could not have been intentional, because, on every 
proper occasion, he said he was appearing for Director- 
General McAdoo. Nevertheless, there was misleading. 
Men who had depended on the Commission to look after 
the interests of the shipper as distinguished from those of 
the carriers were surprised, after the event, at the inroad 
that had been made on the established order of rate 
regulation. They were shocked to find that the Commis- 
sion had been deprived, without question, of considerable 
power and that, in the pract‘ce of the Railroad Administra- 
tion, it was being disregarded just as if the federal control 
act had definitely deprived it of still more power. 

State commissioners who have been forced to come to 
Washington know that what is being done by the Rail- 
road Administration leaves them hardly with a vestige of 
power. There are many shippers who, as a matter of aca- 
demic interest, have been in favor of consolidating regu- 
lation in the hands of the Commission, but they have not 
found that the consolidation in the hands of the Railroad 
Administration has produced results altogether of the kind 
they hoped would come from a centralized control in the 
hands of the Interstate Commerce Commission. 

The big idea, therefore, before the state commissioners 
get together will be the question as to whether they will 
take any steps to shape the post-bellum legislation and, if 
they do, what .will be the nature of the organization they 
will create to make their influence felt. 


GRAIN EMBARGO 


Region Director Aishton in supplement No. 4 to Circular 
No. 34, grain embargo primary markets, says: 

“Your attention is directed to the following provisions of 
Circular No. 34 of September 18, which apparently are not 
fully understood: 


“Paragraph 2. When application is made by shipper it 
must be transmitted by railroad agent at point of origin to 
the grain control committee at destination. 

Comment: Application for permit must be made on 
prescribed form GCC No. 1 by the railroad agent, who will 
give all information required and sign the form. The ap 
plication should not be signed by the shipper. 


“Paragraph 7. All permits except as indicated in para 
graph No. 3 (*) will be transmitted by the grain control 
committee directly to railroad agent at point of shipment, 
who will note thereon date of receipt and immediately 
notify shipper that permit has been granted and that ship 
ment covered thereby must be made within five (5) work 
ing days from date of such notification. 

“The committee will also send copy of permit to trans 
portation officer of the road on which shipment originates 
except when handled in accord with paragraph No. 3 (*). 
The third copy of the permit will be retained for com 
mittee’s files. 

“(*) Paragraph 38. 


Application for permit for shipment 
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from one primary market to another will be made to the 

in control committee at the originating primary market 
for transmittal to the grain control committee at destina- 
tion market; permit when issued will be returned through 
the same channel. 

“Comment: In addition to promptly notifying shipper, 
agent should also notify the car distributor or dispatcher 
in order that there may be no unnecessary delay in pro- 
yiding cars. The copy furnished the transportation officer 
of the road on which the shipment originates is for the 
purpose of giving him advice of cars required, in order 
that the available supply may be properly distributed. 
The transportation officer should see that the division su- 
perintendent or other division officer responsible is advised 
of such permits as have been issued and provision made 
for cars being furnished within the five-day period before 
the permit expires. The agent should understand that if 
ears are not furnished before permit expires he should im- 
mediately file application for a new permit. Agent must 
keep a consecutive record of the requests received for per- 
nits showing the order in which received and action taken 
on each request. After permits are granted cars will be 
distributed with reference to the order in which permits 
were requested with due respect to the ability to load 
and ship. 

“Paragraph 10. Agent at point of origin will advise 
grain control committee at destination on prescribed form 
as shipments are made. 

“Comment: Form GCC No. 2-A is specified for this re- 


port. The importance of making this report promptly is 
apparently not fully understood by all agents. 
“There should be no failure to properly distribute to 
agents a sufficient supply of forms GCC Nos, 1 and 2-A. 
“Please take necessary action promptly to avoid any 
further complaints as to handling of permits.” 


PERMITS FOR WHEAT SHIPMENTS. 


At the request of the Food Administration, and because 
of lack of storage facilities at St. Paul and Minneapolis, 
it has been found necessary by the Railroad Administra- 
tion to establish an individual permit system for the ship- 
ment of wheat into Minneapolis. This system has been in 
effect on all coarse grains, but has not been in effect on 
wheat. It is now necessary to introduce the individual 
permit system as to wheat to prevent accumulations. The 
permit system went into effect October 23. 


GENERAL ORDER NO. 50 


The Trafic World Washington Bureau. 


By means of General Order No. 50, issued October 28, 
the Director-General directed that all suits against rail- 
roads, except for penalties or forfeitures, be brought against 
William G, McAdoo, Director-General. The order reads: 


“Whereas, By the proclamations dated December 26, 1917, 
and April 11, 1918, the President took possession and as- 
sumed control of systems of transportation and the ap- 
purtenances thereof, and appointed the undersigned, Wil- 
liam G. McAdoo, Director-General of Railroads, and pro- 
vided in and by said proclamations that ‘until and except 
so far as said Director shall from time to time otherwise 
hy general or special orders determine, such systems of 
transportation shall remain subject to all existing statutes 
and orders of the Interstate Commerce Commission and to 
all statutes * * * but any orders, general or special, 


hereafter made by said Director shall have paramount. 


authority and be obeyed as such;’ and 

“Whereas, The act of Congress, called the federal con- 
trol act, approved March 21, 1918, provided that ‘carriers 
while under federal control shall be subject to all laws 
and liabilities as common carriers, whether arising under 
State or federal laws or at common law, except in so far 
as May be inconsistent with the provisions of this act or 
any other act applicable to such federal control, or with 
any order of the President;’ and 

“Whereas, Since the Director-General assumed control 
of said systems of transportation, suits are being brought 
and judgments and decrees rendered against carrier cor- 
Porations on matters based on causes of action arising 
during federal control for which the said carrier corpora- 
tions are not responsible, and it is right and proper that 
the actions, suits and proceedings hereinafter referred to, 
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based on causes of action arising during or out of federal 
control should be brought directly against the said Di- 
rector-General of Railroads and not against said corpora- 
tions: 

“It is therefore ordered, That actions at law, suits in 
equity and proceedings in admiralty hereafter brought in 
any court based on contract, binding upon the Director- 
General of Railroads, claim for death or injury to person, 
or for loss and damage to property, arising since December 
31, 1917, and growing out of the possession, use, control 
or operation of any railroad or system of transportation 
by the Director-General of Railroads, which action, suit or 
proceeding but for federal control might have been brought 
against the carrier company, shall be brought against 
William G. McAdoo, Director-General of Railroads, and not 
otherwise; provided, however, that this order shall not 
apply to actions, suits or proceedings for the recovery of 
fines, penalties and forfeitures. 

“Subject to the provisions of general orders numbered 
18, 18-A and 26, heretofore issued by the Director-General 
of Railroads, service of process in any such action, suit or 
proceeding may be made upon operating officials operating 
for the Director-General of Railroads, the railroad or other 
carrier in respect of which the cause of action arises in 
the same way as service was heretofore made upon like 
operating officials for such railroad or other carrier com- 
pany. 

“The pleadings in all such actions at law, suits in equity 
or proceedings in admiralty, now pending against any 
carrier company for a cause of action arising since Decem- 
ber 31, 1917, based upon a cause of action arising from or 
out of the operation of any railroad or other carrier, may 
on application be amended by substituting the Director- 
General of Railroads for the carrier company as party 
defendant and dismissing the company therefrom. 

“The undersigned Director-General of Railroads is acting 
herein by authority of the President for and on behalf of 
the United States of America; therefore no supersedeas 
bond or other security shall be required of the Director- 
General of Railroads in any court for the taking of or in 
connection with an appeal, writ of error, supersedeas or 
other process in law, equity or in admiralty, as a condi- 
tion precedent to the prosecution of any such appeal, writ 
of error, supersedeas or other process, or otherwise in 
respect of any such cause of action or proceeding.” 5 


PROPOSALS FOR RATE CHANGES 


The Western Freight Traffic Committee has issued Cir- 
cular No. 16-A, canceling Circular No. 16, as follows: 

“Pursuant to the authority of the United States Railroad 
Administration, issued by Edward Chambers, director, Di- 
vision of Traffic, and Charles A. Prouty, director, Division 
Public Service and Accounting, the Western Freight Traffic 
Committee issues the following circular for the informa- 
tion and guidance of the general public and the freight 
traffic officials of the western railroads under federal con- 
trol. 

“All changes in freight rates, charges, regulations and 
practices published in the lawfully filed schedules of the 
carriers under federal control must be passed upon by one 
of the freight traffic committees, on which the shipping 
public is represented, before an application is made for 
freight rate authority as required by circular 1-A of the 
Division of Traffic. 

“All recommendations of district committees shall be 
forwarded to the Western Freight Traffic Committee - 
whether they be for or against the application. 

“Shippers will present their rate problems to the freight 
traffic officers of the carriers serving them, or to the 
district committee located in their vicinity. If the com- 
mittee first receiving a shipper’s request is not the proper 
one to dispose of it, such request will be forwarded by 
the committee so receiving it, with a statement of its own 
views, to the proper committee, the shippers to be advised 
of such action. i 

“The work of the district committees shall not be con- 
fined to questions arising within any district or territory, 
but shall also extend to the consideration of any and all 
matters presented to them by shippers, by freight traffic 
officers of carriers (whether or not under federal control) 
or which such committees may initiate. 


“Where a district, committee is presented with, or in- 
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augurates a subject of general interest, or a subject which 
manifestly affects more than one district, they shall 
promptly submit such question, together with their recom- 
mendation, to the Western Freight Traffic Committee. 
The latter will docket same and will, in proper cases, send 
copy of such docket to all interested district committees. 

“It is specially desired that the freight traffic officers 
of all carriers under federal control co-operate with the 
freight traffic committees to the fullest extent, and that 
they discuss freely with the shippers all requests for 
changes in rates, and the like, investigate such requests 
and forward them to the proper district committee, with 
their views and the result of their investigations. They 
should also advise the district committees of changes in 
rates or practices which they believe will be helpful to 
the carriers as a whole and in the public interest.” 


SWITCHING CHARGES INCREASED 


The Western Freight Traffic Committee, in Docket No. 
1198 (F. R. A. No. 1887), says: 

“This will authorize the publication of the revision of 
switching charges, which were increased under General 
Order No. 28 by the addition of the specific amounts as 
provided in paragraph ‘A’ of section 2, of the order, on the 
following basis: 

“Switching charges for intra-plant, intra-terminal and 
inter-terminal switching on commodities for which para- 
graph ‘A’ of section 2, of Supplement to General Order No. 
28, provides increases by specific amounts shall now be 
published on basis of 25 per cent higher than the charges 
in effect on May 25, 1918, subject to a minimum charge of 
$2.50 per car for inter-plant switching, and $5 per car for 
intra-terminal or inter-terminal switching. 

“These commodities are as follows: Coal, coke, ores, 
iron; stone, artificial and natural, building and monu- 
mental, except carved, lettered, polished or traced; stone, 
broken, crushed and ground; sand and gravel; brick, ex- 
cept enameled or glazed; cement, cement plaster and 
plaster; lime; cotton, any quantity; cotton linters; also 
other articles on which same amounts of. increase were 
applied. 

“Rule for disposition of fractions as provided in section 
6 of General Order No. 28 to be used in applying this 
authority. 

“This authority does not apply to switching charges 
which have been revised under freight rate authorities pre- 
viously issued, nor to such charges the revision of which 
has been authorized by previous freight rate authorities, 
but not yet published. 


“This authority does not apply to switching charges for 
services in connection with a line haul, as such charges 
were not increased by General Order No. 28. 


“For the purpose of the application of this authority 
the terms ‘Intra-plant,’ ‘intra-terminal switching’ and ‘inter- 
terminal switching’ are defined as follows: ; 

“Intra-Plant Switching.—A switching movement from one 
track to another within the same plant or industry. 


“Intra-Terminal Switching—A switching movement 
(other than intra-plant switching) from one track to an- 
other of.the same road within the switching limits of one 
station or industrial switching district. 


“Inter-Terminal Switching.—A switching movement from 
a track of one road to a track of another road when both 
tracks are within the switching limits of the same station 
or industrial switching district. 


“This authority is issued to relieve the emergency ex- 
isting at some points by reason of the fact that switching 
charges of the commodities named above were increased 
by the specific amounts provided in General Order No. 28, 
and out of proportion to the increase made in switching 
charges on other commodities for service not in connection 
with line haul. It is not to be understood as fixing a 
permanent or reasonable basis for such charges. 


“Effective date On one day’s notice to the Inter- 
state Commerce Commission and the public. 


“Tariff should show on title page preceding title of rail- 
roads ‘United States Railroad Administration, W. G. Mc- 
Adoo, Director-General of Railroads,’ and should also show 
reference to Freight Rate Authority No. 1887, of the Di- 
rector, Division of Traffic, United States Railroad Admin- 
istration, dated Oct. 19, 1918.” 
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COMPARATIVE FREIGHT HANDLING 


The Trafic World Washington Bureay, 
Director-General McAdoo, October 30, issued a compara. 


tive statement of the traffic handled by the railways under 


federal control for the week ending September 21, 1917, 
and 1918, at twenty-five of the more important railroad 
termini of the eountry. The purpose of the statement, 
which will be issued regularly hereafter, he said, is to 
provide the public with information which will assist it jn 
measuring the business activity of the United States as 
shown by the traffic handled and at the same time give 
it an idea of the efficiency or inefficiency with which the 
railroads are functioning in so far as the car loading is 
concerned. The subjoined statement, he: said, is note 
worthy in that it shows an increase of 5.30 per cent in the 
tonnage and a decrease of 0.20 per cent (or one-fifth of 
one per cent) in the cars used to carry this increase in the 
tonnage. The loading of carload freight is done by ship- 
pers.and not the railroads. The average carload this year 
is 36 tons as against 34.1 tons in 1917: 


ieee STATEMENT OF TRAFFIC ° tee 
EEK ENDING SEPTEMBER 21, 1918 


rs Ton 
1918 1917 
2,071 58,055 
Birmingham 199,086 
Boston 137,641 
Buffalo 291,916 
Chicago 8 
Charleston 
Cleveland 
Duluth & Superior 
Galveston 
Hampton Roads 
Kansas City 
Los Angeles 
New York 
New Orleans 
Omaha 
Portland 
Philadelphia 
Pittsburgh 
Seattle 


San Francisco 
Savannah 
Tacoma 
Twin Cities 
Toledo 10,718 492, 325 517, 801 
243,992 243,494 8,332,864 8,774,805 
Increase 441,941 
Decrease 
—5.30% 
36. 


Average tons per car.... 34.1 


STAMPING BILLS OF LADING 


The National Industrial Traffic League Circular No. 9 
to members, with respect to the notation required to be 
stamped on bills of lading, says: 

“Attention is invited to League Circular No. 78 of Aw 
gust 5, 1918, containing a paragraph relative to the nota 
tion required on bills of lading on and after August 15, 
1918, in compliance with instructions from the United 
States Railroad Administration. 

“It was apparent at the summer meeting of the league, 
held at Buffalo, August, 1918, that a great deal of con 
fusion had resulted from the issuance of the general in- 
structions as to just what notation was required to fe 
placed on shippers’ bills of lading tendered carriers; 
furthermore, it developed that the carriers’ agents were 
placing different interpretations on the order in various 
sections of the country. The subject was referred to the 
league’s bill of lading committee with instructions to lay 
these difficulties before the United States Railroad Ad 
ministration, and to ascertain just what notation should 
be stamped or printed on bills of lading. Advice has beet 
received from the Administration to the effect that the 
rubber stamp to be used by shippers on shippers’ forms of 
bill of lading should comprise the following language: 

“United States Railroad Administration, 
“*w. G. McAdoo, Director-General of Railroads. 

“Therefore it will not be necessary to insert *on the bills 
of lading the name of the individual railroad as a part of 
the printed matter, but the name of the railroad may be 
written in the space provided, thus substantially over 
coming the objections of the league members as express 
at the recent summer meeting.” 
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1918 
57,332 
241,282 
161,407 
315,801 
,085,268 
40,314 
367,844 
,227,966 
34,259 
604,061 
244,084 
34,779 
678,802 
142,992 
145,877 
62.935 
485,004 
275,048 
76.641 
451,423 
71,475 
38,547 
38,495 
375,368 
517,801 


»774,805 
441,941 


— 5.30% 
36. 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- 
MAND and THE TRAFFIC WORLD is the logical medium for 
tting the men and the positions in touch with one another. 
The rates for classified advertisements are as follows: Five 
cents per word first insertion, three cents per word second in- 
gertion and two cents per word for each additional insertion, 
yable in advance. Answers to keyed advertisements for- 
warded free and all correspondence held in strict confidence. 
THE TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 


TRAFFIC MAN, twenty years’ experience with greatest rail- 
rad in United States, and now performing duties of chief of 
tariff bureau, desires position as Traffic Manager, or assistant, 
with industrial concern. Minimum salary, $2,500. Best of ref- 
ences. Address A. 670, The Traffic World, Chicago, IIl. 


WANTED—Position as Traffic Manager, twelve years’ rail- 
rad experience, three years as traffic manager for large indus- 
trial concern. Thoroughly familiar with procedure before the 
Interstate Commerce Commission. Married, 31 years of age. 
Class 4A in draft. Address T. D. 942, The Traffic World, Chi- 


cago, Ill. 


WANTED—Position with industrial concern, railroad depart- 
ment. Long and successful experience. Now employed as execu- 
tive rate clerk. Have everything to make you valuable man. 
Will accept present salary, $200 month, depending on increase 
when greater worth is demonstrated. Answer ‘Freight,’ care 
of The Traffic World, Chicago, IIl. 


SALESMEN—Traffic men or railroad solicitors to handle our 
loose leaf freight rate guide on full or part time. Hundreds of 
testimonials from traffic managers and other executives stating 
ours is the only freight rate solution. Traffic men now em- 
ployed, earning from $25 to $50 per week on their own time, 
through our liberal commission payments. All communications 
held strictly confidential. Give business reference when replying. 
gf Transportation Rates, Inc. (Established 1894), Roches- 
ter, N. Y 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning 
traffic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and _ transportation 
companies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 


Headquarters—Tacoma Bldg., 5 North La Salle St., Chicage. 
cg Ene cre net eRe ne Se ES ren President 
Manager Traffic Department, Cincinnati Chamber of Com- 
merce and Merchants’ Exchange. 
eer eee siicierenasimcaimarpiaial Vice-President 
Manager Transportation Department, Boston Chamber ef 
Commerce. 
OO eee iivibiaiipaagecel Secretary-Treasurer 
at. Gone Company, 836 South Michigan enum Chi- 
0, e 
eee ee ree ee eee Assistant Secretary 
5 North La Salle Street, Chicago, Tl. ™ 


MANUFACTURERS’ ASSOCIATION, In Charge of Traffic 
Industries Located at Sterling and Rock Falls, Ill. - 


EE eee aa: 
P, W. Dillon....... cocccees. Vice-Presid 
W. J. Burleigh . 
W. EB. Long Catceqneeuacee 

All correspondence relative to movement of traffic to or from 
Sterling and Rock Falls, Ill., should be addressed to the Traffie 
Manager General Offices, Tawrence Ruilding. Sterling. TH 
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SPARE THE WIRES 


The Trafic World Washington Bureau. 


Circular No. 61, issued by the Director-General to relieve 
the railroad telephone and telegraph facilities from Jin- 
necessary business, is as follows: 


1. Use the telegraph and telephone only when the mail will 
not answer the purpose. 

2. Send by mail messages written late in the day, on Satur- 
day afternoons, Sundays or holidays which cannot be acted 
upon at once and which will reach their destination by mail 
in ample time for action. 

3. Omit superfluous words; avoid unnecessary file numbers 
and references—BE BRIEF. ; : 

4. Use telegraph code systems where it will effect a saving. 

5. Limit the use of telephone facilities, both railroad .and 
commercial, to railroad business and to the shortest time 


practicable. Be da ; 

6. The Telegraph Section, Division of Operation, will estab- 
lish an effective system of censoring with a view of reducing 
the number and length of telegraphic communications. - 


CONTACT WITH PUBLIC 


Director-General McAdoo has sent the following letter to 
each one of the regional directors: 

“To the end that its patrons may fully understand the 
purpose, plans and general policy of the United States 
Railroad Administration, and that all employes may appre- 
ciate their part in taking care of the needs of the public, it 
is very desirable that the regional directors shall arrange 
occasionally for direct contact between the officers of the 
railroad and the public served by its line. This contact 
should not only occur at the larger cities which were for- 
merly regarded as highly competitive points, but also at 
those points which are local to and served only by the one 
line of railroad. 

“Without limiting your discretion it is suggested that 
the object may be successfully accomplished once in a 
while arranging trip of operating, accounting and traffic 
officers together, who shall visit city officials, Boards of 
Trade, Chambers of Commerce and important industries of 
each city or town for the purpose of. informing the public 
why it was necessary in order to meet war necessity to do 
things in a certain way, also explain the advantages which 


E. STANTON D. T. BERRY 


SAN FRANCISCO, CAL. 


Export Warehousing Insurance 


Space, Rates and Ocean Bills Lading procured 


to China, Japan, Russia, Phillippines, Straits 
Settlements, India, Hawaii, Central and South 
America. All Trans-Pacific Ports. Best Bank- 
ing and other references. Vast experience in 
Transportation. 


STANTON & BERRY 


461 Market Street San Francisco, Cal. 


NationalFreight Rate Service 


Transportation Bldg., Chicago, II. 
THE ONLY PUBLICATION 


COVERING THE ENTIRE 


United States and Canada 


NAMING RATES ON 


Freight, Parcel Post and Express 


Price, including changes in rates, $15.00 per year 
Write for particulars 
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have accrued and will accrue in the future by the improve- 
ments in transportation conditions worked out by the Rail- 
road Administration and which are bound to be continued 
permanently because of their efficiency, economy and ex- 
pedition in the handling of traffic. 

“An opportunity will thus also be afforded for advising 
the public as to the organization in each region for the 
conduct of business and direct them to the proper office 
with which to take up the various matters of rates, claims, 
car supply, service or other needs which may, from time 
to time, arise, impressing them with the fact that the local 
officers are prepared and anxious to handle all matters of 
mutual interest between the communities and railroads, 
and that it is not necessary to appeal to Washington in the 
transaction of the ordinary business of the railroad. 

“The local officers should be impressed with the impor- 
tance of giving every consideration and attention to mat- 
ters that may be brought before them, and that all sug- 
gestions should have careful consideration, and there is no 
doubt that the stimulation of the local railroad agents and 
employes, as well as the satisfaction of the public, will 
amply prove the wisdom of this procedure.” 


HANDLING PERISHABLE FREIGHT 


Regional Director Aishton in Circular No. 50 says: 

“As a food conservation as well as claim prevention 
measure, your attention is directed to the following sug- 
gestions in connection with the handling of perishable 
freight during the winter season: 


“1. The enormous loss of perishable food products by ~ 


freezing in transit warrants the necessity of comprehensive 
instructions being in the hands of all concerned respecting 
handling, and the strict observance of same. 

“2. Agents should discourage shippers from forwarding 
perishable freight during unfavorable weather conditions 
or when advance weather reports indicate low tempera- 
ture, even though refrigerator cars may be available for 
loading. 

“3. Exposure in warehouses and on open platforms should 
be avoided wherever possible, and preference given in the 
loading of such L. C. L. shipments when accepted for 
transportation. 

“4, Prompt deliveries at destination should be rigidly 
enforced. 

“5. Train crews should be warned of the necessity of 
keeping the train dispatcher advised of carload perishable 
freight in trains, especially during the approach of low 
temperature, so that protection may be arranged when 
possible. 

“6. Agents and yardmasters are urged to keep a close 
check on all cars of perishable freight passing terminals 
and deliveries to connections, avoiding delays or mis- 
handling to the utmost. 

“7. Co-operation of all employes in the freight service 
should be urged, in the interests of conservation of food 
supplies, as well as saving many thousands of dollars in 
claims against the government.” . 

Orders of similar character have been issued by Regional 
.Directors Bush and Holden. 


MOVEMENT OIL AND TANK CARS 


In Circular No. 196, Regional Director Hale Holden says: 

“Referring to Regional Director Aishton’s Circular No. 
72, dated April 9, addressed to all western railroads, under 
which a plan for concentration of oil and movement in 
trainload lots via one route to one destination or distribut- 
ing center, together with systematic service for return of 
empty tank cars, was inaugurated. 

“Generally the handling thereunder so far as applied to 
trainload lots has been very satisfactory, permitting the 
oil interests to make a substantial increase in their out- 
put. However, at a recent conference with the oil and tank 
car people attention was called to the importance of im- 
proving the service on miscellaneous shipments to vari- 
ous destinations, and the elimination of delays and misuse 
of the empties. The increased demand for oil as a war neces- 
sity makes it imperative that the question of prompt and 
proper handling of tank cars, both loaded and empty, be 
again brought to the attention of all officers and employes. 
Oil for railroad use must be given preferred attention. 
Investigation of delays indicates: 
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“1. Oil held in yards an unwarranted length of time be 
fore placed for unloading. 

“2. Tank cars not moved promptly after being unloaded, 

“3. The use of tank cars as peddler cars in distriby. 
tion of oil to local stations. 

“4. The use of tank cars for water or other company 
service. 

“A careful study should be made as to the method useq 
in the handling of railroad shipments and corrective ae. 
tion taken to avoid unnecessary delays to equipment, 
Where tanks are found in any yard without billing, the mat. 
ter should be taken up promptly by wire with the Super. 
visor of Oil Traffic at Kansas City, who will furnish dis. 
position promptly.” 


SUPPLEMENT TO WAGE ORDER 


The Trafic World Washington Bureay, 

The Director-General October 28 issued supplement No. 
6-A to General Order No. 27, as follows: 

“Supplement No. 6 to General Order No. 27 is hereby 
amended by adding thereto the following: 

“Where differences of opinion arise necessitating a for. 
mal interpretation of any wage order issued by the Dj- 
rector-General and where the question involved is of gen- 
eral application and covers a large number of railroads, 
application for such interpretation may be made either by 
a regional director or by the chief executive of the rail. 
road organization representing the class of employes in- 
volved or the chairman of any railway board of adjust: 
ment or the director of the Division of Labor. Such ap. 
plication shall be sent to the office of the director of labor 
and he will record and transmit it to the board of rail. 
road wages and working conditions, which will promptly 
investigate and make recommendation to the Director. 
General. Upon the receipt of interpretation from the Di. 
rector-General, the director of labor will send such inter. 
pretation to the railway boards of adjustment for their 
information and guidance.” 


COMBINED OPERATION 


In order most efficiently to operate the Southern Pacific 
and Western Pacific railroads under federal control, plans 
have been made for operating lines of the two systems 
as a double track for about 182 miles in Nevada, where 
the roads are close together. According to Federal Man- 
ager W. R. Scott, final plans for construction of eleven 
crossover tracks and one water station have been agreed 
on, the work to cost approximately $118,000. Connecting 
tracks have been constructed at Waso, two miles east of 
Winnemucca, and Alazon, four miles west of Wells. When 
the new plan becomes effective, all eastward trains will 
move over Western Pacific tracks, and western trains 
over Southern Pacific tracks. 

This does not mean, the Southern Pacific Bureau of 
News says, that all traffic east or west bound between 
Salt Lake or Ogden and San Francisco will be handled 
by the Southern Pacific or Western Pacific. Both roads 
will retain their identity and will handle only their own 
trains. The only points where the two roads will con- 
solidate are those mentioned above, and the purpose of 
so combining is to gain speed and eliminate waiting at 
meeting points. Outside of the section between Wes0 
and Alazon, each road will handle its own freight and 
passenger trains as heretofore. That is, both the Western 
Pacific and the Southern Pacific will carry passengers 
and freight into San Francisco and into Salt Lake and 
Ogden over their own tracks, as they have always done. 

Such an arrangement, it is stated, is only carrying oul 
the plan that was worked out by the officers of both roads 
before the Western Pacific went into the hands of a Te 
ceiver. As far as conditions will permit, one station 






















































a town will be used for both roads. At Carlin arrange 
ments are being made so that trains of both nes = 





pass through the Southern Pacific yards and at 
through the Western Pacific yards. At Carlin the South 
ern Pacific station will be used by both lines and at Elko 
the Western Pacific station. 







REHEARING DENIED 
The Commission has denied complainant’s petiiion for 
rehearing in case 8244, Walter A. Zelnicker Supply Co. VS. 
St. L. @& S: F. BR. \R. Co. ot al. 
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Shippers “S- Information 


Bulfalo, New York 


CARLOAD PASSINGS 


Including Suspension Bridge on the ERIE be- 
tween MARION, OHIO, and NEW YORK, 
BUFFALO, ROCHESTER & PITTSBURGH, 
C. P. R., D. L. & W., ERIE, G. T., L. V., N. Y. 
C. Lines, NICKEL PLATE, P. M., TORONTO, 
HAMILTON & BUFFALO, WABASH and 
INTERNATIONAL RAILWAY’S (Electric) 
offering EXTENSIVE and EFFICIENT SERV- 
ICE and competent men to 


Rush Traffic Through 


to points desired on ALL FREIGHT passing 
THROUGH this territory. 


The Fast Freight Forwarding Co. 


511 Brisbane Building 


Seneca 166—Night Tel. Tupper 2178-M 
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Used by 
the Navy 


'O speed up the handling of supplies 

and ammunition to our boys abroad, 

the U.S. Government is equipping its 
battleships, cantonments, Quartermaster’s 
Depts., etc., with 


Z IDEAL 


STENCIL MACHINE 


“The Machine That Safeguards Your 
Shipments’”’ 


Speedy, 
Durable, 
Accurate 


Put Your Shipping-Room on an Efficient Basis 


Do away with tags, labels and hand-lettering—mark your 
shipments boldly and legibly, as the Government does, with 
stencils cut on the IDEAL Stencil Machine. Write for free 
booklet and sample stencils. 


IDEAL STENCIL MACHINE CO. 


20 Ideal Block BELLEVILLE, ILL 


Sales offices in principal cities 
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WE CARRY IN STOCK 


THE STANDARD FORMS 


FOR USE IN FILING 
Either OVERCHARGE or LOSS AND DAMAGE 


CLAIMS 


As prescribed by the DIRECTOR GENERAL, and can fill orders 


on the day of their receipt at the following schedule of prices: 


100 of each or 200 of either $2.00 delivered 
150 of each or 300 of either 2.90 delivered 
200 of each or 400 of either 3.75 delivered 
250 of each or 500 of either 4.50 delivered 
500 of each or 1000 of either 7.50 delivered 


Quantity prices, with imprint if desired, quoted on request. 


THE TRAFFIC SERVICE BUREAU, 418 So. Market St., Chicago 
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FIRE PREVENTION DAY 


The Trafic World Washington Bureau. 


Director-General McAdoo October 29 sent the following 
notice to all railroad employes: 


“I am informed that Saturday, November 2, has been 
named ‘National Fire Prevention Day’ by the governors of 
the states, and am glad to urge its serious celebration. The 
annual fire waste in the United States is estimated at 
from $300,000,000 to $400,000,000. The latter sum will pay 
interest on more than $9,000,000,000 of the Liberty Bonds 
thus far issued. It, therefore, becomes an urgent war duty 
to reduce this fire waste as far as possible. Nearly all 
fires are preventable. Most of them are avoidable and due 
to carelessness or failure to provide adequate fire preven- 
tion apparatus. ‘Bad housekeeping,’ as it is described by 
fire prevention engineers, meaning thereby the failure to 
keep the premises clean and to remove accumulations of 
rubbish and inflammable material, is the cause of a great 
many fires that cost the country an enormous’ sum each 
year. Fire Prevention Day is intended to be a reminder 
of our duty in regard to matters of this sort. 


“The attention of railroad employes is especially called 
to the day. It should be observed by the removal of all 
rubbish heaps, the inspection of all fire apparatus, and a 
resolution to make and keep tidy hereafter all the property 
of the railroads wherever situated. I hope that the day 


will be widely and thoughtfully observed as a war duty.” 


MAKING OF OCEAN RATES 


The Trafic World Washington Bureau. 


Ocean freight rate making by the United States is being 
quietly carried on by the U. S. Shipping Board. It has re- 
cently established a rate of $67.50 per gross ton on steel 
from American ports to Italy. A few weeks ago it estab- 
lished a rate on eotton to Spanish and Italian ports. The 
rates are usually announced by the War Trade Board, 
the body that grants export licenses, in the form of an 
announcement that it will grant such licenses to exporters. 

Enforcement of the rates is made possible by the gen- 
eral order of the President prohibiting exports without 
licenses. It is a war power that is being exercised. The 
rates will fall, it is believed, as,soon as the wartime pro- 
hibition is removed. That, naturally, will not be until af- 
ter the exchange of peace treaty ratifications. The War 
Trade Board’s announcement, made October 29, with re- 
gard to the rate on steel is as follows: 

“The War Trade Board announces that licenses for the 
exportation of steel to Italy shall be granted only upon 
the receipt of satisfactory evidence that the steel will be 
transported at a rate of freight not exceeding the rate 
established by the United States Shipping Board, which is 
$67.50 per ton of 2,240 pounds, or 40 cubic feet, ship’s 
option, on pieces and packages not over 4,480 pounds. The 
rate applies upon the following commodities: Structural 
iron and steel, iron and steel shapes, plates, nails, bolts, 
nuts, sheets, plain and corrugated, plain and barbed wire, 
billets, bars, rails and fastenings, pig iron, pipe. 

“This ruling does not apply to applications for licenses 
to ship steel purchased by the British, French or Italian 
governments.” . 


WAR TRADE BOARD RULINGS 


The Trafic World Washington Bureau. 


The War Trade Board calls the attention of exporters to 
the fact that, in submitting applications for export licenses, 
only one copy of Form X and of any supplemental form 
is required. The only documents of which more than one 
copy is required are the lists of commodities, which in 
some cases are attached to Form X in answer to question 
(5). These lists must be furnished in triplicate. 

It announces that the shortage of binnacles, sextants, 
compasses, chronometers and similar instruments for the 
navigation and equipment of ships is such that, in order 
to provide for the requirements of the Emergency Fleet 
Corporation and the United States Navy, the War Trade 
Board will refuse licenses for shipments of these com- 
modities to any destination. 

Exceptions to this rule will be made only if it can be 
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clearly shown, to the satisfaction of the War Trade Board, 
that the exportation of these instruments will be of ma. 
terial aid in the prosecution of the war against Germany 
and its allies, and then only when it can be further shown 
that such exportation will not interfere with the require. 
ments of the Emergency Fleet Corporation, the United 
States Navy, any of the associates of the United Staies in 
war, or any firm handling contracts for any of the above. 


METHOD OF ACCOUNTING. 


The method for accounting as prescribed in P. S. & A, 
Circular No. 34, issued October 24, is as follows: 

“The authorized method of stating lap-over items of 
revenue and expense, creditable or chargeable to the car. 
rier corporation, is stated in General Order No. 17 and 
amplified in accounting bulletins interpretative thereof. 

“Some federal auditors have indicated that they will 
state the revenue lap-over items according to the provisiong 
of the proposed contract with the railroad corporation. 

“Federal auditors, in respect to such items, must be 
governed only by the general orders and other instructions 
issued from this office, and must not, until directed, depart 


‘from those instructions for the fancied reason that the 


contract provides otherwise. If in any case the federa] 
auditor has reason to believe that the contract require 
ment differs from the issued instructions, he should at 
once communicate with this office, stating the point of 
difference as he understands it, and asking for specific in- 
structions. 

“If lap-over revenue or expense items have been stated 
on the federal books in a manner different from the in- 
structions contained in General Order No. 17, immediate 
steps shall be taken by the federal auditor to adjust such 
lap-over items to conform with instructions relating 
thereto.” : 


P. S. & A. CIRCULAR. 


By means of P. S. & A. Circular No. 25-A, issued October 
24, Director Prouty ordered: 

“1. Transportation charges are due and payable when 
carload or less carload freight is placed in storage, either 
cn the property of the railroad company or in private 
warehouses. If charges are not collected from the ware- 
house company, they should be collected from the con- 
signee under the terms of General Order No. 25 at or im- 
mediately succeeding the time of placement in storage and 
not after final delivery to consignee, 

“2. The provision in Circular No. 25 with respect to 
industrial railroads applies to so-called plant facility in- 
dustrial railroads. It does not apply to ‘common carrier’ 
industrial railroads so long as in good faith deliveries are 
promptly made by them to consignees and the trunk line 
carriers’ agent is furnished with adequate information 
with respect to such deliveries so as to permit the prompt 
rendition of the freight bills.” 


POSTPONEMENT OF CONFERENCE 


The Dallas District Freight Traffic Committee, upon re 
quest of the\Southwestern Industrial Traffic League and 
others, postponed the conferences which were to have 
been held commencing October 28. 

The committee will proceed with the disposition of all 
subjects on its docket without conference, except that mat- 
ters which are recognized as of general interest will not 
be disposed of without conference, and all cases in co2- 
nection with which requests for conference are received 
not later than November 1, will be held for that purpose 
until the next regular conference date, November 12. 
The views of those interested may be sent by mail to 
J. L. West, chairman, and will receive the same consid- 
eration of the commitee that would be given to an oral 
presentation. 


The Dallas District Freight Traffic Committee has post- 
poned until November 15 the conference on dockets 5 
(lumber, carloads, proposed readjustment of rates (domes- 
tic) on, between Texas points) and 163 (lumber, carloads, 
proposed readjustment of export rates—from Texas, Louisi- 
ana and Arkansas to Gulf ports). The reason given for 
this action is the request of a large number of those 1D 
terested, it being felt that the continued prevalence of 
Spanish influenza rendered this course expedient. 
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Freight Rate Authorities 


ISSUED BY THE 


U. S. Railroad Administration 


Are all printed in the Weekly 


TRAFFIC BULLETIN 


AND IN THE 


DAILY TRAFFIC WORLD and BULLETIN 


[DOCKETS | 


of the Western District Traffic Committees are printed in 
the same publications. (We hope soon to print also the 
dockets of the Southern and Eastern District Committees.) 


There is no other way to keep in touch 
with these proposed changes in tariffs 


Write for Particulars 


THE TRAFFIC SERVICE BUREAU 
418 South Market Street Chicago, Illinois 
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Docket of the Commission 


Note.—items In the Docket marked with an asterisk (*) are 
new, having been added since the last Issue of The Traffic 
World. Cancellations and postponements announced too late to 
show the change In this Docket will be noted elsewhere. 


The Chicago assignments in the Consolidated Classification 
case are as heretofore published. 


November 4—Washington, D. C.—Examiner Brown: 
9200—Railway mai: pav. 


November 8—Argument at Washington, D. C.: 
8834—Kettle River Co. vs. Mo. Pac. et al. 
9797—Robt. Abeles et al. vs. A. & W. et al. 


November 9—Washington, D. C.—Before Division II: 
8182 et al.—Western cement rates. 


November 11—Chicago, Ill.—Examiner Bell: 
10233—National Council of Farmers’ Co-operative Assn. vs. 
Wm. G. McAdoo, Director-General of Railroads et al. 
November 12—Washington, D. C.—Examiner Disque: 
10204—Consolidated Classification case—For such interests as 
may desire to be heard. 


November 14—Milwaukee, Wis.—Examiner Bell: 
* 10245—Wilbur Lumber Co. et al. vs. William G. McAdoo, Di- 
rector-General of Railroads et al. 


November 18—Washington, D. C.—Examiner Disque: 
10204—Consolidated classification case—cancellation of state 
classifications. 


November 18—Hagerstown, Md.—Examiner Spethman: 
* 10225—Trantum & Danzer, Inc., vs. N. Y. P. & N. R. R. Co. 


November 18—Green Bay, Wis.—Examiner Bell: 
* 7 oa Bay Assn. of Commerce vs. C. & N. W. Ry. 
o. et al. 


November 18—Huntington, W. Va.—Examiner Gerry: 
* 10190—Va. Coal and Fuel Co. vs. N. & W. Ry, Co. 
November 18—Philadelphia, Pa.—Examiner Smith: 
* 10120—Allan C. Wood vs. N. Y. P. & N. R. R. Co. 


November 18—Columbus, O.—Examiner Pattison: 
* 10250—The Ohio Cities Gas Co. vs. Wm. G. McAdoo, Director- 
General of Railroads et al. 


November 19—New York, N. Y.—Examiner Smith: 

* 9980—International Paper Co. vs. L. E. & W. R. R. Co. et al. 

* 10206—National Wholesale Lumber Dealers’ Assn., for Cypress 
Lumber Co., vs. Apalachicola Nor. R. R. Co. et al. 

* 10237—Seaboard By-Products Coke Co. vs. Erie R. R. Co. et al. 

* 10107—The Charles Lyons Co. vs. Adams Express Co. 


November 20—New York, N. Y.—Examiner Smith: 
* 10137—David Kauffman & Sons Co. vs. C. R. R. of N. J. 
* 10170—American Cyanamid Co. vs. C. R. R. of N. J. et al. 


November 20—Huntington, W. Va.—Examiner Sethman: 

* 9185—W. Va. Rail Co. vs. P. C. C. & St. L. Ry. Co. et al. 

November 20—Portsmouth, O.—Examiner Pattison: 

* ee of Trade of Portsmouth, O., vs. A. C. R. R. 
o. et al. 


November 21—New York, N. Y.—Examiner Smith: 

* 10114—Geo. C. Holt and Benj. B. Odell, as receivers of A°tna 
Explosive Co., Inc., vs. N. O. & N. E. R. R. Co. et al. 

* 10239—Geo. C. Holt and Benj. B. Odell, as receivers of Atna 
Explosive Co., Inc., vs. Wm. G. McAdoo, Director-General of 
Railroads et al. 


November 21—Chicago, Ill._—Examiner Bell: 

* 10250—Wm. E. Golden vs. Wm. G. McAdoo, Director-General 
of Railroads. 

November 21—Cedar Rapids, Ia.—Examiner Gerry: 

* 10231—Chamber of Commerce of Cedar Rapids, Ia., vs. Wm. 
G. McAdoo. Director-General of Railroads et al. 


November 22—Helena, Ark.—Examiner Graham: 

* 9492—The Helena Traffic Bureau vs. St. L. I. M. & S. Ry. Co. 
et al. Also Fourth Section Applications 4218, 4219, 4220 filed 
by St. L. I. M. & S. Ry.; 2198 filed by C. & N. W. Ry. Co.; 
4944 filed by St. L. S. W. Ry. Co.; 799 filed by St. L.-S. F. 
Ry. Co.; 2043 filed by W. & N. V. Ry. Co.; 2045 filed by I. C. 
R. R. Co.; 699 filed by F. A. Leland, agent, and J. F. Tucker, 
agent; 2060 filed by J. F. Tucker, agent; 1606 filed by C: E. 
Fulton, agent. 


November 23—Chicago, Ill._—Examiner Bell: 


* a, eine veen Bay Mfg. Co. vs. C. & N. W. Ry. Co. 
et al. 


November 23—Des Moines, Ia.—Examiner Gerry: 
* 10149—Board of Railroad Commissioners of the State of Iowa 
et al. vs. M. & St. L. R. R. Co. et al. 


November 25—Louisville, Ky.—Examiner Pattison: 
* 10247—Southern Hardwood Traffic Assn. et al. vs. Wm. G. 
G. McAdoo, Director-General of Railroads. 


November 25—Watertown, S. D.—Examiner Mackley: 
* 10242—Watertown Sash & Door Co. et al. vs. Wm. G. Mc- 
Adoo, ‘Director-General of Railroads et al. 


November 25—Galesburg, Ill.—Examiner Money: 
* 10192—Western Stoneware Co. vs. A. T. & S. F. Ry. Co. et al. 


November 25—St. Louis, Mo.—Examiner Graham: 
* bar: “Or saad A. Zelnicker Supply Co. vs. La. Western R. R. 
o. et al. 
* — ae A. Zelniker Supply Co. vs. O. S. L. R. R. Co. 
et al. 
* 10168—Walter A. Zelniker Supply Co. vs. Sou. Pac. R. R. Co. 
et al. 


* a ee ee A. Zelniker Supply Co. vs. M. P. R. R. Co. in 
. et al. 
November 26—Sioux City, Ia.—Examiner Gerry: . 
* 10142—Traffic Bureau of the Sioux City Commercial Club vg, 
A. & N. Ry. Co. et al. 
November 27—Minneapolis, Minn.—Examiner Money: 
* 10207—Gamble-Robinson Co. vs. C. St. P. M. & O. Ry. Co, 


et al. 
* 10208—Gamble-Robinson Co. vs. Northern Pacific Ry. Co. et al, 
* 10216—Page-Hill Co. vs. C. St. P. M. & O. Ry. Co. et al. 


November 29—Fargo, N. D.—Examiner Mackley: 
* 10218—Fargo Iron and Metal Co. vs. Northern Pacific Ry. Co, 


November 30—Omaha, Neb.—Examiner Money: 
* 10200—The Refinite Co. vs. C. & N. W. Ry. Co. 


November 30—Bismarck, N. D.—Examiner Mackley: 
* 10180—Board of Railroad Commissioners of the state of North 
Dakota vs. Nor. Pac. Ry. Co. 


December 2—Lincoln, Neb.—Examiner Money: 
* 10138—National Supply Co. vs. Union Pacific R. R. Co. et al, 


December 2—Grand Island, Neb.—Examiner Gerry: 

* 10127—Commercial Club of Grand Island, Neb., et al. vs. C. B, 
& Q. R. R. Co. et al. 

December 4—Spokane, Wash.—Examiner Mackley: 

* 9998—Ryan & Newton Co. et al. vs. F. E. C. Ry. Co. et al. 


MOVEMENT OF COTTON. 


Regional Director Bush, for the reason that compresses 
are unable to secure sufficient tags so that both ends of 
bales can be marked, has modified his order No. 82 to the 
extent that until Jan. 1, 1919, cotton may be received for 
movement, marked by compresses in the same manner as 
heretofore. 


EXPORTS TO HAWAII. 


C. H. Markham, regional director, writes to roads in 
the Allegheny Region as follows: “Attention has been 
called to the fact that many railroad employes have the 
impression that export licenses should be required in 
connection with shipments to Hawaii. Please issue notice 
to all interested employes of the roads within your juris- 
diction that, as Hawaii is a part of the United States, no 
export licenses are necessary in connection with ship 
ments thereto.” 


EFFECTIVE DATE POSTPONED. 


The influenza labor shortage has caused a postponement 
from November 1 to December 1 of the effective date of the 
plan for combining the sleeping car and extra fare charges 
in one ticket. 


W. F. T. COM. DOCKET. 


The Western Freight Traffic Committee announces that 
the following subjects have been docketed and that inter 
ests desiring to submit their views can do so in writing of, 
if conference is desired, date will be arranged therefor: 

1779, October 24—General readjustment of rates on vehicles 
and furnitare in Southwestern territory. 


1518, October 2°—Rates and minimum weights on acid, sul- 
phuric and nitric, in iron drums and tank cars, Colorado com- 
mon points to points in Oklahoma. Proper rate and relationship 
to be established. 


LIBERTY BOND SUBSCRIPTIONS. 


Incomplete reports received by Director-General McAdoo 
show subscriptions totaling $164,992,150 made by railroad 
employes in the Fourth Liberty Loan campaign, as com 
pared with $106,655,450 subscribed in the entire Third Lib 
erty Loan campaign. These subscriptions are entirely 
separate from those made by railroad corporations and 
represent total subscriptions of officers and employes of 
railroads under federal control. 


ee 


WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


Phone Canal 3400 2500 S. Robey St., Chicago, Ill. 
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Will You Take a Little Trouble am 
Help These Boys Have Comfort? 


The Y. M. C. A. needs men for war service. The 
nation has given generously in money for this work but 
money won’t do everything— certainly not in war. 

The Y. M. C. A. is in special need of men to serve as 
Truck Drivers and Mechanics. 

75 Drivers and 25 Mechanics every month. 

We are making this appeal to the business men— 
the employers of the country to get those men for us. 

The Y. M. C. A. service behind and on the battle 
lines is a highly organized business. And as in every 
— big business, transportation is one of its greatest 
needs. 

The canteen stocks have to be kept moving or the 
boys go without the comforts they crave so much— 
tobacco—chocolate—pastry— little army “luxuries.” 

After a long march or a hard fight or a trick in the 
trenches the boys flock to the “Y’’ canteen. And it 
sure is tough if the ““Y’’ man has to say “‘Nothing doing 
boys, the truck didn’t get in today.” Suppose your boy 
Were there! 

The Y. M. C. A. does not want men who are eligible 
for the army. But there are men in this country (lots 
of tren) v ho ere over 37 years old and are not in Class 1 
of the draft and who know how to di ve a truck or keep 
éN ensine in shape. Wewant them. We want 100 a 
month 

Maye you have a man with that training working 
for you or you know such a man somewhere. Maybe 


he has not realized how much he can°do to help the 


boys. A little talk from you would start him our way. 

Will you act as a recruiting officer to get that man 
for us? 

There is no profit in this work for any man who serves 
but he will get his living and-his family, if he has one, 
will be taken care of and all his life he will rejoice over 
the service he has rendered. Talk with men you know 
who might do this work. Explain to them the need for 
their service. Get them interested and thinking. 

In order that you may talk to such men on the best 
basis fill in and mail the coupon and we will furnish 
full information. 


Help us get these Men 


Pts Fs ss BF BFS FSET TTS STFS SSSA SS SSB Sees eee 


Ed M. Willis, 
Y. M. C. A., 347 Madison Ave., New York. 


It may be possible for me to get recruits for 
Y. M. C. A. truck service in France. Please send me 
full information regarding that service. 


Signature 


Street and No 


Town amd Btaee. .. «6 ccc ccccccce oe jeeeue 
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DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC. 


Cable Address “HARSTEELE” 
Estanlished 1908 


ferwardog TH J. H. W. Steele Co. tne. 


Insurance Banking Foreign Exonange 


New aay New Orleans Galveston Texas City 
Savannah Chicago San Francisco 
Special attention given to shipments through New 
Orleans for Latin Americas. We are pre to arrange 
financing or credits on shipments. 


CHICAGO 


Chicago Storage & Transfer Co. (Not Inc.) 
5817 to 5921 WEST 65TH STREET 


Excellent facilities for shipping L. C. L. lots without cartage. Carload 
distribution a specialty. Daily motor deliveries throughout the city at 
very reasonable prices. Floors for rent 


INSURANCE RATE, 15 CENTS 30-CAR SWITCH 


Western Transfer and Storage Co. 


220 TO 226 STANTON ST. 
El PASO, TEXAS 
FORWARDERS AND DISTRIBUTORS 
DISTRIBUTION CARS A SPECIALTY 


TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in E] Paso 


Cut Rate Package Car Service from Seaboard Territory 


\ 


Buffalo Storage & Carting Co. 
$50 Seneca St., Buffalo, N. Y. 


Storage, Transfer and .Forwarding 
Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 
Warehousemen and Forwarding Agents. Drayage and 


Heavy Hauling a Specialty. Fireproof Warehouse. Low- 
est Insurance Rate in City. 


GALVESTON, TEXAS 


OAKLAND CALIFORNIA sackanento 


325 Thirteenth St Ith and R Sts 


POOL CAR SERVICE 


L. Shipments af .L.Ratles 


LAWRENCE WAREHOUSE@ 


Operating |7 Warehouses and Docks 


CHICAGO 


Jos. Stockton Transfer Co. 


1020 South Canal Street, near Tayior Street. 


Teaming ef Every Description—City Delivery Service 
and Carioad Distributors 


RESHIPPING WAREHOUSE 
F.W. HAGEN 4&4 CO. 1131 EAST 771tH STREET 


CHICAGO, ILL. 


LOGICAL DISTRIBUTING CENTEB 
Dock House (100 x 400’) 
South TL 


; yf Ry XY = 2S Dey 
itch and Lake Michigan Dock Faciliti 
Thru Transit J Chicago Freight Rates p 
GENERAL MERCHANDISE STORAGE, TRANSFERRING IN TRANSIT 


PIN 
Governed by Illinois Public Utilities Commission. 


CHARLOTTE, N. C. 


Best distributing point in North and South Carolina. 
a Car Distribution, General Merchandise Warehouse, 
veggos roof Building, North and South Carolina Distributors 

yn estinghouse Electric Co., Laval Separator Co., 
New York; B. J. Johnson Soap Co., Milwaukee; Cudahy 
Packing Co., Chicago, Il. (Soap ._Products). Rates 
quoted for storage and reshipping mixed cars. Write us. 


AMERICAN BROKERAGE & WAREHOUSE CO. 


LINCOLN, NEB. 


Best Distribution Point In the West 
Merchandise in car lots distributed to all oa. House- 
hold goods assembled‘and shipped in car lots at reduced 
rates. Cars sent to our warehouses without charge. 


GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 


CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 


ST. JOSEPH TRANSFER CO. 
‘spony EXPRESS” 
ST. JOSEPH - . - - moO. 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


CINCINNATI, OHIO 


Consignments of freight in carloads or less for Cincinnati 
and points beyond solicited, at reasonable rates. 


The moving and placing of heavy machinery a specialty. 


THE CINCINNATI TRANSFER CO. 


Correspondence Solicited. Established 1859. 


ROCHESTER, NEW YORK 


General Storage. Forwarding. Carload Distribution. 


Exceilent facilities for reshipping without — Insur- 
ance rate 12 cents. Members of American arehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
8B. R. a P. WAREHOUSE, Inc. KING and MAPLE STS. 


CINCINNATI, OHIO. yoi27%",7°.7%, 4 
J. C. Buckles Transfer Co. 


SAVE THE DIFFERENCE 


Prevailing high same rates means greater difference between carload 
and less carload rates than heretofore. 


Send ue your, mised corlets North, South, East and West 


Louisville Public Warehouse Co., Inc. 


Accumulators and Distributors of All Classes of Freight. 
Have COMMERCIAL FREIGHT DEPOT Center 
of City, Storage, Traffic and Transportation Depts. 
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Decisions of the Interstate Commerce Com- 
mission—First 25 Volumes Complete, Uni- 
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If you don’t see what you want, or if you wish more detailed information, write us 


THE TRAFFIC SERVICE BUREAU, 418 S. MARKET ST., CHICAGO 
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